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ELECTRIC REFRIGERATORS 


from to via pwn 


INDIANA ALGIERS HOUSTON 


This is just a sample of the many types 
of shipments that are being routed 
through Houston at great savings. 


H O U S T O N is the logical port to serve manufacturers of 


the Midwest. 
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Rate advantages extend to most of this terri- 





When Time and Money tory over a vast network of railroads. 
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Mark Your Bills of Lading 63 Steamship lines provide fast regular sched- } Mu 
ules to all parts of the world. ye 


H O UST ON Houston has complete modern facilities for 


handling safely and expeditiously practically 
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AN EPOCHAL 
DEVELOPMENT 
IN THE 
TRANSPORTATION 
OF 
PERISHABLE FREIGHT 


SEE THIS CAR AT THE 
CENTURY OF PROGRESS 
EXPOSITION 


On Track 1 of the Transportation Group of the 
World's Fair—immediately south of the Travel and 
Transport Building—is a refrigerator car destined to 
make transportation history. 
























It is the new 1933 model FRIGICAR—a mechan- 
ically refrigerated car, operated by an A. C.-D. C. 
motor which derives its power from a dynamo 


TANK operated by the axle of the car. 


att RIGERA TOp Mechanically cooled brine tanks provide an ample 
and reserve of refrigeration for emergency use. An 
2T@) U LT RY automatic heater prevents freezing in zero tempera- 
CARS ture. Icing delays are eliminated, precooling 
speeded up. Thermostatically controlled, the 
car maintains the desired temperature with 
an accuracy that no ice-cooled car can 
approach. 


Exacting operating tests prove the FRIGICAR to 
be a thoroughly practical accomplishment. By all 
means see it when you visit the Fair—or write 
North American for descriptive folder. 


* 
A North 


American 





Car Lease 
Is Sound 
Business 
Economy 


NORTH AMERICAN 
CAR CORPORATION 


N. L. Howard, President 


Dept. 3, 327 South La Salle St., Chicago 
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GOOD TRANSPORTATION IS THE 
FOUNDATION OF GOOD BUSINESS 


WESTERN MARYLAND 
RAILWAY 


Offers 
Many Advantages 


.M. PALMER : . 
Commenlae Thane Short Line to and from the Middle West. oe 
New York, N. Y. Cleveland, Ohio 


Fast symbol freight trains. 


Maximum clearances of any trunk line— 
convenient for bulky shipments. 


At Port Covington Terminal, Baltimore, the 
seer most modern rail and ocean terminal on the 
Teoveling Frelsht Agent Atlantic Coast. Also 7 other Baltimore Traveling Heit Agent 


deliveries for domestic shipments. 


Complete system of junction passing reports 
available at Traffic Department offices in 
Baltimore, Chicago, Cincinnati, Cleveland, 
Cumberland, Elkins, Hagerstown, New York, 
Philadelphia, Pittsburgh, Reading, St. Louis, 
Toledo, York, Youngstown. aes 


. " ofl RAY E. 
raveling Freight Agent T ling Freight Agent 
Cumberland, Md. _— Cilenes, Hl. ei 


Each one of these offices is manned by 
experts, fully qualified to help you with your 
traffic problems, and eager to be of service. 


H. G. MUEHLETHALER FRANK S. ROWE 
Traveling Freight Agent Traveling Freight Agent 
Pittsburgh, Pa. Hagerstown, Md. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 
Take the government out of business. This applies 
' to ocean and inland waterway transportation as well as 
to other business. 
Keep politics out of rate-making. 
A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
' vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Equalization of regulation of the various agencies 
of transport. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the rail- 
roads as a whole the adequate revenue prescribed by 
sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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A JOB FOR EASTMAN 


HOUGH Joseph B. Eastman, as federal coordinator 

of railroads, has no jurisdiction over the activities 
and practices of the Interstate Commerce Commission, 
he is still a member of the latter body and, now that, by 
reason of his new job, he may be supposed to be effi- 
ciency-minded, we suggest that, as a member of the Com- 
mission, he do something to make it conform a little 
better to the principles of the “new deal.” Mr. Eastman 
has been, in the public print and elsewhere, in connec- 
tion with his new appointment as federal coordinator, 
and even before that, referred to as the “master mind,” 
of the Commission, the “dominating member” of that 
body, “the most able man on the Commission ;” either 
he does not qualify under these descriptions or he has 
not been interested in the situation of which we are 
thinking. 

The Commission last week began its closing hear- 
ings in the famous Hoch-Smith grain case, which has 
been before it (except for the time after it was first 
decided until the courts threw out the decision) more 
than six years. If there could be anything funnier in 
transportation than the national regulating body dally- 
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ing with a grain rate case for that length of time we do 
not know what it is—unless it is General Ashburn and 
his underlings of the Inland Waterways Corporation 
going about with their pockets full of railroad passes. 
But it is not only funny—it is serious. It is an exag- 
gerated case, to be sure, but, nevertheless, it is more or 
less typical of Commission procedure, which is expensive, 
dilatory, and exceedingly foolish. We are sure that Mr. 
Eastman will now at least be interested in the matter 
from the point of view of saving money for the railroads, 
even if other phases of it do not appeal to him. 

We submit that, making every possible allowance 
for legitimate delays and the most meticulous considera- 
tion of the rights of interested persons to be heard, there 
is no shadow of excuse for this or any other rate case 
burdening the docket of the Commission for this period. 
If it takes the Commission years to hear the evidence in 
such a case, how long would it take the same body of 
men, with Mr. Eastman at its head, to accomplish any- 
thing like intelligent coordination of railroads? 

Mr. Eastman may prove to be the man for the job 
of coordinator, but we should say that his previous record 
—if the accomplishments of the Commission are at all a 
criterion—would hardly recommend him as a man who 
gets things done. But our point is that, if he does prove 
to be efficient as a coordinator, he should devote some 
of the same talent to reforming the practices of the 
Commission of which he is an honored member. 


RAILROADS AND COMPETITION 


KE note that one section of the federal railroad co- 

ordinator’s organization will be called the freight 
service section and will deal with “the modernization of 
freight service to meet the changed conditions brought 
about by the competition with the railroads of motor 
trucks and other transportation agencies.” That is well, 
and we do not see how the coordinator could do less; no 
doubt something can be accomplished that the railroads 
have not been accomplishing for themselves. But it 
seems to us ridiculous that, in a transportation situa- 
tion in which the competition of other agencies of trans- 
port with the railroads is recognized as a part of the 
problem, the machinery set up by the government under 
“emergency legislation” can do nothing to put that com- 
petition on a fair basis; it can only strive to enable the 
railroads to meet it, fair or unfair. 
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The coordinator can, however, and is specifically 
instructed to study this situation, among others, with a 
view to making recommendations for permanent legis- 
lation. He, doubtless, will do so; doubtless, also, he 
will be in better position to understand the problem and 
to see what is necessary to be done than if he had re- 
mained merely a member of the Interstate Commerce 
Commission and had not been for a time charged with 
the duty of making the railroads operate efficiently. The 
“emergency” legislation itself is much like a clinic where 
the effort is to make the lame boy able to run fast against 
his sound playmates, without seeking to remove the chief 
cause of the lameness that handicaps him. 


POLITICAL “BUNK” 

HERE are so many funny things in transportation 

these days that we almost wish we had the “funny 
column” common to most newspapers. Perhaps we shall 
have to start one. Note the address made last week by 
Postmaster General Farley, leading organization Demo- 
crat and spokesman for the administration, in which he 
called attention to the “fact” that the Roosevelt railroad 
coordinator act had so relieved the situation that 
many of the railroads were now showing net earnings 
as against previous deficits. 

The railroad situation, in the respect mentioned, is, 
indeed, better, but it would puzzle the best brains in the 
trust to show the improvement as an effect of the co- 
ordinator law. At the time Mr. Farley spoke, the co- 
ordinator had done nothing but divide the railroad sys- 
tems into regions; he has not even yet issued a single 
order other than those orders necessary in organizing his 
machinery for action. Mr. Farley’s utterance was pure 
“hokum,” of no importance except that so many persons 
may believe what he says. We hope this speech of his 
is not the forerunner of continued propaganda to make 
the public believe that the coordinator law has saved 
the railroads from disaster. 


ROOSEVELT ACT AND EMPLOYMENT 

ITH a reported increase of approximately 20,000 

in the number of employes of Class I railroads in 
June, as compared with the number in the preceding 
month, and with the expectation that employment will 
show further increases if the volume of railroad traffic 
continues to grow, the question arises as to how many 
employes will lose their jobs as the result of action taken 
by the federal coordinator of transportation and the 
railroad regional committees to effect economies, as 
directed by the Roosevelt emergency railroad transporta- 
tion act. The coordinator and the committees now may 
effect economies that will displace 20,000 employes and 
be within the prohibition of the Roosevelt act against a 
reduction in employment below the May level, assuming 
that the gain recorded in June will not be lost. 

Thus, just when the coordinator and the railroad 
committees are getting ready to begin their operations, 
it appears that there exists a situation that conflicts 
with the Roosevelt recovery objective of increasing em- 
ployment. When the Roosevelt emergency railroad leg- 
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islation was in the embryonic stage, a different situatio, 
existed. It was hoped at that time that business condi. 
tions, bad as they were, would not become worse, but the 
plan at that time was to effect whatever economies were 
possible in the railroad field in order to increase rey. 
enues to meet fixed obligations and prevent more bor. 
rowing from the Reconstruction Finance Corporation 
and railroad bankruptcies. 

The Roosevelt program calis for employment of the 
idle. Several hundred thousand men, at public expense, 
have been put to work in the forests. Other hundreds 
of thousands of men are expected to obtain employment 
on public works, such as improvement of highways and 
waterways, also at public expense. In industry, includ. 
ing the railroads, employment is on the increase. The 
Roosevelt coordinator act, however, though crippled as 
the result of Congress and the President acceding to 
the demand of organized railroad labor that the law 
contain a prohibition against reduction in employment 
below the May level, is based on the idea that savings 
must be effected in railroad operation. It is conceded 
that savings that amount to anything will affect railroad 
labor. It seems to us that, keeping in mind the thought 
at the time the coordinator idea was conceived, the 
President, with the improvement in business conditions 
and the resulting increase in railroad employment, must 
have some concern as to the effect of what the coordi. 
nator and the railroad committees may do. 


ANOTHER FUNNY ONE 


ERTAIN railroads and the Inland Waterways Cor- 

poration have started the setting up of machinery 
for “cooperation”—see elsewhere in this issue. Of course, 
one must make the best of even a bad situation—the 
bad situation, in this case, being the unfair competition 
of the government barge line with the railroads—but it 
strikes us as the height of folly to carry such a policy 
to the extent of sitting down around the council table 
with kidnappers and bandits and entering into business 
relations with them to the end that the kidnapping and 
banditry shall be dignified, as far as possible. Every 
conciliatory move of this sort has the effect of making 
respectable an enterprise that is pure piracy and post- 
pones or makes impossible, to that extent, a proper set- 
tlement. Is the “new deal” causing people to go insane, 
or were they insane before, without suitable occasion 
for showing it? 


MOTOR TRANSPORT ORGANIZES 


NYONE who has watched the efforts of the motor 

& transport industry to bring into existence a na- 
tional organization sufficiently representative and vital 
to perform the proper collective labors, and who ap- 
preciates the difficulties that stood in the way, must 
admire the resoluteness of purpose and willingness to 
conciliate that brought the meeting in Chicago (re- 
ported in this issue) to a successful conclusion. It is 
hardly too much to say that, apart from other important 


matters, creation of the expanded American Highway 
(Continued on page 84) 
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Mayhap, now that Coordinator 
Eastman has collected his “gang” 
and pointed out the stints for the 
public good its members are to per- 
form, the land will hear something 
other than the declamations of Gen. 
Hugh S. Johnson, administrator of the National Recovery Ad- 
ministration, of Donald R. Richberg, his legal adviser, and of 
the London economic conference. Things that emanate from 
the latter can hardly be called declamations, because declama- 
tions make some sort of sense. 

But it is going to be hard work for Eastman and his co- 
adjutors to make more noise than the agencies mentioned. In 
fact, Eastman, is inclined to reticence. It takes so much time 
for him to keep his pipe lit that talking, at times, is difficult. 
Perhaps there is design in that. Holding a lighted match to 
a wad of dampish tobacco affords opportunity for thought. 

Johnson and Richberg are talkers, the latter so much so 
that the former expressed regret that he had not given more 
attention to the manuscript of a speech prepared by the latter 
and delivered at the luncheon of the Merchants’ Association of 
New York. Johnson appeared to shiver when newspaper cor- 
respondents who had read the Richberg speech interpreted ‘it 
as signifying that private management of industry, if it did 
not accept the plan offered under the national industrial re- 
covery act, would be displaced by political control. 

The general did not say so but his regret that he had not 
given more attention to Richberg’s speech before it was de- 
livered was taken as implying that, if he had read it more 
carefully, he would have suggested, if he could not have or- 
dered, changes therein. Richberg suggested political control 
of industry, as the outcome of failure to accept the present 
plan of salvation in this language: 


Eastman’s Opportunity 
to Blanket Johnson 
and Richberg 


It is not my faith that the managers of industry should be chosen 
by popular ballot. No man to my knowledge who had an active part 
in drafting the national recovery act is seeking the political sociali- 
zation of industry. But, unless industry is sufficiently socialized by 
its private owners and managers so that great essential industries 
are operated under public obligations appropriate to the public 
interest in them, the advance of political control over private indus- 
try is inevitable. 

Perhaps Richberg could retort that he wished he had given 
greater attention to one of the speeches Johnson made. The 
general observed that the minimum wages and maximum hours 
provided for in codes, which the President has the power to 
prescribe if industries do not make the gesture of writing them, 
were the price an industry had to pay for the privilege of re- 
maining in business. 

That, to the ears of Americans who believe what the early 
leaders in American public life said, sounds strange. Up to 
this time it has been a well-spread idea that a man or coterie 
of men could engage in ordinary business, as distinguished 
from the liquor business or operating a public utility, without 
paying any sort of price for the privilege—except to racketeers, 
whether political blackmailers or muscling in men pretending 
to be labor leaders. 

However, men having such a thought as to American free- 
dom may be like Galapagos turtles, livers of long lives without 
learning anything. 

Eastman, it is believed, will have a hard time taking the 
spotlight from that pair. It is said that the general has plans 
for ballyhooing the recovery administration by methods akin 
to some of the publicity stunts in the world war period, but is 
afraid to release his posters, lest folks laugh at them. 





Now that President Roosevelt 
has made his cabinet and heads of 
the new organizations that are to 
restore prosperity into a _ council, 
the wonder is that something of that sort was not done before. 
True, this council, which is to meet on Tuesdays and displace 
the regular cabinet meeting on that day, has the primary duty 
of coordinating the work of the new agencies in the summer 
months. Another thought is that it is instituted primarily to 


Presidential Council 
Not a Bad Idea at All 
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forward the lagging recovery work. But the idea of the Presi- 
dent including the heads of agencies not connected with perma- 
nent executive departments in meetings with him is something 
that, it might be suggested, if done long ago, would have tended 
to keep the curse, placed by Congress, on the so-called inde- 
pendent office and bureau system inaugurated by it. So-called 
independent offices and bureaus should never have been created, 
except for reasons justifying holding them independent of 
executive departments. They were executive branches and had 
no functions other than executive. 

Had that idea of having executive offices under the control 
of a cabinet officer or of the President directly been in use in 
the last twenty years, there probably never would have been 
any thought of making the Commission a part of an executive 
department. There is heavy reason for the Commission being 
independent. There is hardly any, in the view of those who 
know the Commission’s work, for its being attached, even 
nominally, to any executive department. What little executive 
work it does has been handed to it simply because its mem- 
bers are supposed to know more about the actual operation 
of railroads than any man or men in the executive branch of 
the government. But when the talk about consolidating inde- 
pendent offices with executive departments was begun, the 
Commission suffered in the discussion simply because so many 
purely executive bodies had been classed with it without rhyme 
or reason. 

Seemingly, the men in the Roosevelt administration who 
were all “het up” about attaching the Commission to the De- 
partment of Commerce, have been persuaded, for the time be- 
ing, at least, that they were not really performing any service 
for the public by their talk. 

Carloading is rejoining the company 
of respectable things, though bashfully 
hanging back on the outskirts of the 
painfully small company. 

Six hundred and thirty-four thousand 
cars at the beginning of July are not 
many in comparison with a few less than 1,100,000 in the corre- 
sponding period of 1929, but they are comforting in comparison 
with a few less than 500,000 in the corresponding period of 
1932. 

But the most cheering thing about those 634,000 cars at the 
beginning of July this year is that they are not far behind the 
about 650,000, the maximum of last year. 

Twenty thousand American railroad men who worked in 
June but did not work in May, it is suspected, would throw 
their hats in the air and swear that a week’s loading of 634,000 
cars was a marvelous achievement in these times. And, except 
for the Memorial holiday dip in the June figures, and slight 
dips in several weeks in April and May, the climbing has been 
going on since the week ended March 11. The beauty of the 
chart showing carloading is that the line for this year at this 
time is pointing upward while the line for the corresponding 
period last year was distressingly in the opposite direction. 

The depression may not be over, as many men of the 
administration in charge of reflationary projects assert it is 
not, but it is so long since there has been an opportunity for 
cheering that a little time off now for that purpose may serve 
to keep the doctor away more effectively than the apple a day. 


A Little Cheering 
Is Good for the 
Lungs at Least 





The Supreme Court of Pennsyl- 
vania, in litigation growing out of Gov- 
ernor Pinchot’s determination to have 
a utility commission composed of men 
holding his views, has declared the law on executive appoint- 
ments to be as Pinchot thought it was. There are many friends 
and friendly acquaintances of the governor who think that is 
almost a marvel. 

By reason of that decision, C. Jay Goodnough becomes chair- 
man of the Pennsylvania commission, vice Clyde L. King, who 
had a falling out with the governor after he had been ap- 
pointed to fill the vacancy created by the resignation of W. D. 
B. Ainey. 

The senate of Pennsylvania has not confirmed nor rejected 
the nomination of any of Pinchot’s appointees. At the end of 
each session, the governor, believing that the nomination lapsed 
when the senate adjourned, has put himself on the safe side by 
giving his nominees recess commissions. There was a dispute 
about the necessity therefor. But Pinchot stayed on the safe 
side by giving his men recess appointments, all exeept King 
after the last adjournment of the senate. According to the 
Pinchot idea when he failed to forgive the disagreement with 
King and give him a recess appointment, King was out and 
Goodnough, his new appointee, was in. Now the court has 
decided the litigation that way—hence, the chairmanship of 
Mr. Goodnough. 

Judging from what has been going on ever since Pinchot 


Pinchot’s Law View 
Upheld by Court 
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was elected, for this term, the whirligig of appointment, ignor- 
ing by the senate, and reappointment by Pinchot, will continue 
to the end of the governor’s term. But, in the view of those 
giving him friendly jibes, he has won considerable distinction 
through having the court agree with him. Some of those not 
so friendly toward him may wonder what was wrong with the 
court or how Gifford happened to get his law view so straight. 


It is dangerous to one’s reputa- 
tion for accuracy to say that such 
and such a thing is entirely new. 
However, President Roosevelt’s for- 
bidding the interstate transportation 
of illegally produced petroleum, 
known in the industry as “hot” oil, is believed something wholly 
new in American governmental activity—exertion of federal 
power to give effect to state law. 

It may be suggested that that is akin to the Webb-Kenyon 
law which divested liquor of its interstate character as soon 
as it got into a dry state on a journey from a wet state. But 
“hot” oil has not any attribute of interstate commerce. All that 
is alleged against it is that it is produced in violation of some 
state law or order. Therefore, it was proposed that the Presi- 
dent, by order, should deny it the benefit of interstate trans- 
portation before it got started. 

The Webb-Kenyon law sought nothing with regard to liquor 
loaded into a facility of interstate transportation until, by 
means of interstate transportation, it got into dry territory. 
There that statute deprives the liquor of the immunity, which 
but for it, would attach to it, in dry territory, so long as it 
remained in the package in which it enjoyed transportation in 
interstate commerce. That immunity constituted what, in 
popular parlance, was the “original package law,” court de- 
clared law, not a legislative enactment at all.—A. E. H. 


MOTOR TRANSPORT ORGANIZES 
(Continued from page 82) 


Ireight Association marks, for the industry, a transition 
from youth to adult life—in so far as such a transition 
can be dated. 

Though the meeting was called jointly by two con- 
tenders for the honor of representing the industry na- 
tionally, the American Highway Freight Association 
and the Truck Association Executives of America, 
neither of which could be said to speak authoritatively 
for the collective industry of transporting freight over 
the highway, it was highly representative. Invitations 
were extended to every truck association in the country 
to send delegates. 


Forbidding “Hot” Oil 
Transportation Seems 
Entirely New Law 


The response, bringing representa- 
tives or proxies from every state in the union, was in 
itself significant as to the importance attached to the 
issues to be decided. 

Of at least equal importance with the clearing away 
of organization difficulties that heretofore have stood in 
the way of uniting the industry is the action taken with 
respect to a code for controlling competition and elimi- 
nating unfair practices under the industrial recovery act. 
Aside from expressions in the meeting, recognition of 
the American Highway Freight Association as the 
spokesman and agent of the for-hire trucking industry, 
in all its branches, was a victory for those within the 
industry who have advocated federal regulation of rates 
and services of highway operators, and who have set 
themselves against other expressions of highway “an- 
archism” such as has prevailed in the past. The American 
Highway Freight Association has actively pressed for fed- 
eral regulation since its organization. Established motor 
transport operators, whose money is invested in their 
business and who must depend on reputation and good 
will for a return on that investment, have come to see, 
in increasingly larger numbers, that not only the way 
they are received in the shipper’s office, but the color of 
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the ink in which they keep their accounts is determine 
by what the other fellow does in almost as great degre 
as by what they themselves do. Some kind of external 
control, or the authority to make internal control ef. 
fective, they have become convinced, is necessary if the 
industry is to prosper. The industrial recovery act hag 
as a part of its reason that, in every industry, there jg 
a faction that will not employ “fair” competitive tactics, 
It is only stating the conviction of the legitimate motor 
transport operator and of the shipping public to say 
that, in the motor transport industry, this faction has 
been the majority, numerically speaking. 

The code presented at the meeting of the truck op- 
erators, if made effective, would do all the things that 
advocates of federal regulation have sought. It would 
compel the filing of tariffs with some responsible federal 
agency, with assurance that those tariffs would be ad- 
hered to. It would, in effect, make the transport op- 
erator a public utility, with both the protection and de. 
tailed supervision that entails. Though it seems far 
more probable that a federal highway transport regu- 
latory bill will be passed long before the industry will 
be able to set up machinery to accomplish these ends, it 
is highly significant that the desire for that regulation 
should have been expressed in this fashion. 

There was nothing strange in the failure of the in- 
dustry to set up its own national organization before 
this. 
time. 
business for ideas as to general policy to crystallize with 
sufficient uniformity to admit of collective action. In 
nearly every state there are a number of truck associa- 
This is so for the reason that the truck has so 
many uses and so many classes of users. Organizations 
have been created to do things to the trucks and truck 
operators have organized to prevent things being done 
to them. At least, that much may be said without any 
comment or implication as to the justice of the many dis- 
putes that have centered around that use. The important 
thing is that, heretofore, it has not been possible to get 


Development of an industry consciousness takes 
Men must have sufficient experience in any new 


tions. 


the for-hire operators or any other class of operators into 
a single organization. The Chicago meeting, it seemed to 
us, gave clear evidence that a change has taken place. 
Ideas have taken shape with sufficient definiteness that 
that class of operators now insists on handling its own 
problems without attempting to bring in outside assis- 
tance. 

Many of the existing state and local truck associa- 
tions include in their membership everything from filling 
station operators to motor vehicle manufacturers. It has 
been conceived that all have a common interest in fur- 
thering the development of the highway transportation 
system. There may be no serious quarrel with that, but 
it should be equally clear that, from a transportation 
point of view, the for-hire operator is something unique 
and must stand on his own feet where transportation 
policies are concerned. The figures indicate that he has 
broad feet on which to stand and the action of the meet- 
ing promises that he may use them for going somewhere. 
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Decisions of Interstate Commerce Commission 





OIL RATES TO THE SOUTH 


DDITIONAL adjustments of rates on petroleum products 

from the southwestern groups, including New Orleans, La., 
and related points, to destinations in southern territory, based 
pn a finding of unreasonableness in specific instances, have been 
ordered to be made not later than Sept. 1, in No. 17561, Amer- 
ican Refining Co., Inc., et al. vs. A. & R. et al. and cases joined 
with it, in a report written by Commissioner Meyer. The cases 
joined with the title proceeding are: No. 17911, Arab Gasoline 
Co, vs. A. & R. et al.; No. 18061, Transcontinental Oil Co. vs. 
A. & V. et al., which was heard with these cases, has been re- 
opened for further hearing and is not included in this report; No. 
18061 (Sub. No. 1), Piedmont Oil Co. vs. A. & V. et al.; No. 
18451, Muscle Shoals Oil Co. et al. vs. A. & V. et al.; No. 20675, 
Col-Tex Refining Co. vs. T. & P. et al.; No. 22252, Jackson Traffic 
Bureau et al. vs. A. T. & S. F. et al.; No. 23957, Mid-Continent 
Petroleum Corporation vs. I. C. et al.; No. 24969, Independent 
Oil Co. vs. A. G. S. et al.; No. 24969 (Sub. No. 1), O. F. Maddux 
vs. A. G. S. et al.; No. 25141, Decatur Gas & Oil Co. et al. vs. 
C.R. I & P. et al.; No. 25141 (Sub. No. 1), Independent Oil 
Co. et al. vs. C. R. I. & P. et al.; No. 15373, Piedmont Oil Co. 
vs. A. & V. et al., and No. 16684, Florence Chamber of Com- 
merce vs. A. & V. et al., as reopened. 


The readjustments are in addition to those which were 
made in accordance with Petroleum and Its Products, 171 I. C. C. 
286, in which references were made to these cases. Other 
prior reports are in 102 I. C. C. 583 and 107 I. C. C. 84. In 
Petroleum and Its Products, a Hoch-Smith proceeding, the Com- 
mission reserved complaints which sought reparation for further 
hearing to determine whether the rates assailed were unreason- 
able in the past and whether reparation should be awarded. 
This report, Commissioner Meyer said, covered such cases, in- 
cluding Nos. 15373 and 16684 which were originally reopened for 
reconsideration with the general investigation, and additional 
cases involving similar issues which were assigned for hearing 


' at the same time and places and Nos. 25141 and a sub-number 
' which were heard separately. 


In No. 17911, the Commission found unreasonable a rate of 
73.5 cents on natural gasoline from Arab or Arab Spur, Tex., 
to Brunswick, Ga., to the extent it exceeded 63 cents and 
awarded reparation. 

In Nos. 15378, 17561 and 18061, sub-No. 1, the Commission 
found not unreasonable the rates on gasoline and kerosene from 
Fort Worth and Hodge, Tex., to Gastonia, N. C. 

In No. 23957, rates on petroleum products from Tulsa, 
Okla., to points in Kentucky were found unreasonable to the 
extent they exceeded, prior to March 15, 1932, the effective date 
of the rates in the Hoch-Smith proceeding, 41.5 cents to Bard- 
well and Mayfield; 46.5 cents to Madisonville and Morganfield; 
49.5 cents to Russellville, Bowling Green and Elizabethtown; 
and 52.5 cents to Lebanon. A further finding was that since 
that date the rate to Lebanon was and would be unreasonable 
to the extent it exceeded or may exceed 48 cents. Reparation 
was awarded. 

With regard to Nos. 16684, 18451, 24969, a sub-number there- 
under, 25141 and a sub-number thereunder, the Commission 
found rates from the southwest and related points to Florence, 
Sheffield and Tuscumbia, Ala., called the Florence group, and 
Russellville, Ala., had not been shown to have been unreasonable 
except as follows: On and after March 15, 1932, to Russellville 
they were and would be unreasonable to the extent that the rates 
from the New Orleans group exceeded or might exceed 38 cents; 
and from points west of the Mississippi exceeded or might exceed 
by more than 2 cents the contemporaneous rates to Florence. 
For the future rates to Florence, Ala., and Iuka, Miss., were 
found unreasonable to the extent they might exceed 38 cents 
from the Shreveport, La., group and 44.5 cents from the north 
Texas and Oklahoma group 3. Reparation was awarded on ship- 
ments to Russellville. 

With regard to No. 22252, the Commission found unreason- 
able rates assailed to the extent they exceeded the following: 
From the Shreveport group to Calhoun City, Miss., between June 
15, 1926, and Jan. 3, 1929, 31 cents; from the north Texas group 
to Calhoun City, 43 cents; from the Shreveport group to Fulton, 
Miss., 37.5 cents. Other rates assailed were not unreasonable 
except after March 15, 1932, the rate from the Shreveport group 
to Hackleburg, Ala., was and would be unreasonable to the 
extent it exceeded or might exceed 43 cents; and that the rates 
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to Burnsville, Miss., would be unreasonable to the extent they 
might exceed the rates to Florence. Reparation was awarded. 

In No. 20675, the Commission found that the part of the 
rate on refined petroleum from Colorado, Tex., to Birmingham, 
Ala., borne by the complainant, 2.5 cents, had not been shown 
to have been unreasonable or unduly prejudicial. 

Commissioner Lee, after calling attention to the fact that 
in the Hoch-Smith proceeding in which these cases were parts, 
the Commission required both increases and reductions, dis- 
sented from the awards of reparation except in those instances 
in which reparation was awarded because, as he said, of the 
failure of the carriers to publish rates in accordance with the 
findings in the general investigation. Commissioner Mahaffie 
joined in that expression, 


HOBOKEN SILK DIVISION 


Upon complaint of eastern trunk lines, in No. 25246, Bal- 
timore & Ohio Railroad Co. et al. vs. Hoboken Manufacturers’ 
Railroad Co., the Commission has reduced the division to the 
Hoboken out of a joint any quantity rate of $6 a hundred on 
silk from Pacific coast ports to Hoboken, N. J., from 22 to 
15 cents a hundred, effective Aug. 15. That division is to be 
apportioned among all trunk line complainants participating 
in the revenue derived from that traffic east of Chicago and 
Peoria, Ill., St. Louis, Mo., and related gateways. 

The complaint by the eastern trunk lines was that by 
reason of changed conditions the 22 cent division had be- 
come unjust, unreasonable, preferential of the Hoboken and 
inequitable to the trunk lines. On that complaint the Com- 
mission held that 15 cents would be a reasonable division for 
the future. That division was prescribed by the Commission 
in Hoboken Manufacturers’ Railroad Co. vs. A. T. & S. F., 155 
I. C. C. 330, finally effective March 10, 1930, the Commission, 
by prior orders having endeavored to make the division effec- 
tive retroactively, to Aug. 6, 1926, the date when the com- 
plaint was filed. Owing to the decision of the court in Brim- 
stone Railroad Co. vs. United States, 276 U. S. 104 (48 S. Ct. 
Rep. 282), condemning retroactive application of divisions, except 
in instances where the rates had been prescribed by the Com- 
mission, the effective date of the 22 cent division, was long 
after the filing of the complaint. 


Since the prescription of the division of 22 cents, the 
rate on silk has been reduced from $9 to $6 a hundred and 
the transcontinental carriers have assumed the cost of insur- 
ance, as they claim and as the trunk lines admit, to the end 
of free time on connecting lines including the Hoboken, thereby, 
according to the trunk lines, eliminating the cost of terminal 
insurance from the cost of service performed by the Hoboken. 

The Commission said that, considering the actual distance 
these cars of silk switched by the Hoboken, only 350 feet, it 
appeared that the 8.318 cents claimed as the cost of switching 
upon the basis outlined previously, was excessive. Complain- 
ants suggested that if percentages such as used in the case 
by the Hoboken in some of its exhibits, were evidence, the 
22 cent division should be reduced one-third, the amount of the 
reduction in the rate, made on account of competition. 

“A change in rates,” said the Commission, “is not ipso facto, 
a ground for change in a prescribed division.” 

The Commission said that a substantial increase in the 
by-the-car-cost of switching claimed for the Hoboken, was due 
to the large decrease in tonnage since the prior report. It 
said it was of the opinion that the reduced tonnage upon which 
the Hoboken computed its “alleged present per-car switching 
costs should not operate to support its claim that the existing 
22 cent division should not be disturbed.” 

Prior orders in 132 I. C. C. 579 and 155, I. C. C. 330, are 
set aside concurrently with the effective date of the order made 
in connection with this report. 

Commissioner Eastman, concurring, expressed doubt as to 
whether sufficient weight had been given to the evidence in- 
dicating that the joint rate produced a large measure of profit. 
Certainly no division less than 15 cents, he said, would. be fair. 

Commissioner Mahaffie, dissenting, expressed the opinion 
that the majority had given too much weight to the matter of 
insurance as treated in this record. That phase of the subject, 
he pointed out, was being given consideration and appeared to 
be susceptible of adjustments which, in his opinion, would 
affect the ultimate division proper for the Hoboken. His idea 
was that the record should be held open for a reasonable time 
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for such adjustment, following which divisions should be re- 
quired that properly reflected the element of services rendered. 


WEST VIRGINIA SURCHARGES 


The Commission, in a supplemental report in No. 25135, 
increases in intrastate freight rates and charges, part 13, West 
Virginia, has modified its prior report, 191 I. C. C. 351, and order 
subsequently entered, requiring the maintenance on intrastate 
commerce in West Virginia of rates not lower than those in 
force, plus surcharges corresponding to the surcharges main- 
tained on interstate traffic so as to exempt therefrom the let- 
tered class commodities and transit arrangements. There are 
thirteen lettered class commodities. The purpose of the car- 
riers is to apply to them in the future rates based on the Com- 
mission’s order in Eastern Class Rate Investigation, 164 I. C. C. 
314. The lettered class commodity rates apply on distances 
within West Virginia for distances ranging from 10 to 540 miles. 
They also are to abolish the lettered rates between points in 
the Virginias and Kentucky. 

Applications on which the modifications were based were 
filed by the Chesapeage & Ohio and the New York Central. In 
addition to asking for permission to abolish the lettered com- 
modity rates they asked for permission to restore transit ar- 
rangements on lumber at Huntington and West Huntington, 
W. Va.; to publish rates on hemlock, chestnut and spruce lum- 
ber from Rainelle, Nallen, Blue Jay, Glade, Fitzpatrick and 
Glen Morgan, W. Va., to Elkins, Clarksburg, Grafton and Fair- 
mont, W. Va., Pittsburgh, Pa., and Newark, O., with relation to 
rates on those commodities from Richwood, W. Va., and to 
hold such rates as maxima at intermediate points; also for per- 
mission to reduce rates on glass sand from Dunfee, W. Va., to 
Huntington and Owens, W. Va., so that the rates would be on 
a comparable basis with those from Eenterprise, Ky., and to 
reduce the rates on amiesite from Snow Flake, W. Va., to 
various destinations in West Virginia, so that producers at 
that point could compete with competitors at Marion and 
Roanoke, Va., on the N. & W. No objections were made to the 
requests and they were granted without change. 


RATES ON SUGAR 


The Commission, in I. and S. 3814, sugar from Gulf and 
south Atlantic points, I. and S. 3829, sugar from eastern points 
to Central Territory, I. and S. 3837, sugar from New Orleans to 
Arkansas, Missouri, and Oklahoma, fourth section application 
14080, on reargument, and fourth section application 14816, con- 
stituting the sugar cases of 1933, has found justified the pro- 
posal of the carriers to make rates on sugar from the Atlantic 
seaboard to points in Central Territory on the basis of 27.5 
per cent of first class without surcharge. 

It has found not justified proposed reduced rates, sugar, 
80,000 pounds minimum. From southern refining points to Chi- 
cago, St. Louis, and other destinations in the so-called Illinois 
district and intermediate territory. That finding, however, is 
without prejudice to the filing of new rates 4 cents higher than 
those proposed. Rates on the 60,000 pound minimum have been 
found justified. 

A further finding is that the proposed reduced rates from 
Louisiana to destinations in the northern half of Arkansas and 
southeastern part of Missouri. In the extreme eastern part of 
Oklahoma, have not been justified without prejudice. However, 
to the establishment of new ones on the basis of 20 per cent 
of the first class. 

Transcontinental carriers, parties to fourth section appli- 
cation 14080 have been authorized to establish a rate of 65 
cents, minimum 80,000 pounds, to Chicago, Milwaukee, St. Louis 
and related points, subject to the condition that no rate to 
points west of Ogden or Salt Lake City, Utah. or Williams or 
Phoenix, Arizona, shall exceed the rate to Chicago and the 
other points mentioned. No rates lower than 79 cents au- 
thorized. 

In fourth section application 148 16, the carriers have been 
authorized to establish lower rates on sugar from the western 
beet sugar manufacturing points to Chicago, St. Louis, and 
related points on a 60,000 pound minimum on the basis de- 
scribed in the application and rates on an 80,000 pound minimum 
4 cents higher than those proposed in the application. 

New rates are authorized to be made effective on one day’s 
notice. 


COMMISSION REPORTS 
Wheat 
No. 25485, Davis Milling Co., Inc., vs. Norfolk Southern. 
By division 3. Dismissed. Rate, wheat, in bulk, Wenona, N. C., 


to Norfolk, Va., not shown to have been unreasonable or other- 
wise unlawful. 
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Livestock Fourth Section 


Fourth section application No. 14471, livestock in the soy, 
By division 2. Short and weak lines, and standard line carrie 
authorized in fourth section order No. 11290, on conditions, ;| 
establish and maintain rates, livestock, between points in soy, 
ern territory, including St. Louis, Mo., and points grouped ther 
with, without observing the long and short haul provision 
section 4, on the basis prescribed or approved in Livestoc 
Southern Territory, Rates, 171 I. C. C. 721 and 182 I. C. C, 49 
In that case rates were approved for transportation in whol 
or in part over short and weak lines, on the basis of the g 
called compromise scale approved in Live Stock To, From anj 
Between Points in Southeast, 74 I. C. C. 419, plus arbitraries 9 
4 cents on edible livestock and 5 cents on horses and mules, the 
arbitraries to accrue to the short and weak lines. The relig 
granted, the Commission said, was to permit short and wea 
lines to participate in rates from and to points competitive with 
































































standard lines and to maintain higher rates between inter. N 
mediate points on the short and weak lines on the standard-liygm By 4 
basis, plus the arbitraries; and the standard lines to participate N. C. 
in rates to and from short and weak lines in instances where the 4 
the latter are the rate-making lines. The rates are to be subjecf[ able } 
to the customary combination of intermediates and _ circuityj tion | 
limitations, 
Coal Fourth Section I 
Fourth section application No. 15080, coal from Alabama nod 
By division 2. Mobile & Ohio, Gulf, Mobile & Northern ani a a 
Mississippi Export Railroad authorized, in fourth section No, al 
11294, to establish and maintain a rate of $1.80 a short ton on 
fine coal from mines on the M. & O. groups 1 and 2 in Alabama ) 
to East Moss Point, Miss., and to maintain higher rates at inter ® givis 
mediate points, to meet water competition, the relief being & qeliy 
similar to that granted on coal from points in Alabama on the®® conr 
L. & N. and Southern in Coal from Alabama, 190 I. C. C. 348. rate 
Newsprint Reparation ar 
No. 19665, Alexandria Paper Co. vs. A. T. & S. F. et al. By i awa 
division 5. Report by Commissioner Brainerd. Upon further 
hearing determine that complainant is entitled to reparation of 
$3,331.22, with interest at the rate of 6 per cent from the dates divi 
of the payment of charges, on account of unreasonable rates a 
on newsprint paper, from Alexandria, Ind., to points in central Uni 
territory, paid on 222 carloads, delivered or tendered for deliy- A 
ery on or after April 7, 1925. Original report, 171 I. C. C. 252. ay 
Hog Reparation Re] 
No. 22378, Romeo Stores Co. et al. vs. U. P. et al. By divi °* 
sion 5. Upon further hearing, reparation awarded to complain- 
ant and intervener, on account of unreasonable rates, hogs, 
points in Nebraska, Kansas, Colorado, Wyoming and Missouri By 
to Los Angeles and Vernon, Calif., to the basis found reason- an 
able in prior reports, 179 I. C. C. 503 and 185 I. C. C. 1. Awards ab’ 
were made to complainants, Newmarket Co., Cudahy Packing Co., se 
Coast Packing Co., Luer Packing Co., Woodward Bennett Pack- dir 
ing Co., Woodward Bennett Co., Los Angeles Packing Co., Cali- 
fornia Live Stock Commission Co., Southwest Commission Co., 
Wilson & Co., Union Packing Co., Standard Packing Co., Romeo 
Stores Co., W. H. Stricklin, Cash Ramey, and J. W. Wilkinson, By 
trading as Stricklin & Co., E. C. Graves and John Graves, trad- pr 
ing as Graves Brothers, George J. German and M. G. Anderson, th 
trading as German & Anderson, Fred L. Washburn and J. W. fie 
Condon, trading as Washburn & Condon, Ed Todenhoff and Hugo in 
F. Todenhoff, trading as Todenhoff Brothers, Hayes Williams and 
Donald F. Williams, trading as Williams Brothers, W. H. Goodno, tk 
trading as Pacific Livestock & Commission Co., D. H. Lillywhite, 4; 
A. R. Todenhoff, E. C. Chittwood, and J. O. Holmes, and inter- $] 
vener, Associated Meat Co. Pp 






Hog Reparation 


No. 23449, Virden Packing Co. vs. C. B. & Q. et al. By 
division 5. On further hearing, reparation awarded complainant, 
hogs, points in Nebraska and Colorado to South San Fran- 
cisco, Calif., to the basis of rates found reasonable in Romeo 
Stores Co. vs. U. P., 179 I. C. C. 503 and 165 I. C. C. 1. 


Citrus Fruits 


No. 25014, Topeka Chamber of Commerce et al vs. Alton 
et al. By division 3. Rates, citrus fruits and vegetables, 
points in Florida, south of Jacksonville, Lake Wales being 
typical, to Topeko, Kan., unreasonable to the extent they ex- 
ceed or may exceed rates on the basis prescribed on oranges, 
grapefruit and vegetables to destinations between the Mis- 
souri River cities and transcontinental territory in the second 
report in Florida Railroad Commissioners vs. A. & R., 177 I. ©. 
C. 735, plus the emergency charges. These findings are with- 
out prejudice to different conclusions which may be reached in 
No. 25071, Growers’ & Shippers’ League of Florida vs. A. & R. et 
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], now pending. New rates are to be effective not later than 


5 be 
i. Corn 

No. 25148, Sperry Flour Co. vs. C. B. & Q. et al. By di- 
jsion 3. Dismissed. Applicable rates, corn, points in trans- 
ontinental groups F and G in Kansas and Nebraska, stored 
at Kansas City, Mo., thence transported to and milled in transit 
at either Los Angeles or South Vallejo, Calif., and the prod- 
cts forwarded to destinations in California not on the lines 
of the Southern Pacific, determined to have been the local 
rates to Kansas City; that a transcontinental rate of 61 cents 
was applicable beyond that point, and that that rate of 61 
cents plus transit balances in the amount of the differences 
between it and transcontinental rates of 63.5, 67 and 68 cents 
on cracked corn, poultry feed and animal feed, respectively, 
were applicable beyond Kansas City. 

Flour 

No. 25554, Rea-Patterson Milling Co. et al. vs. M. P. et al. 
By division 5. Rate, less-than-carload, wheat flour, Tarboro, 
N. C., to Coffeyville, Kan., inapplicable and in contravention of 
the aggregate of intermediates provision of section 4. Applic- 
able rate, $1.50, not unreasonable or otherwise unlawful. Repara- 
tion of $13.87 awarded. 








Fish Oil 
No. 25666, Baltimore Oil Co. vs. Pennsylvania et al. By divi- 
sion 5. Rate, fish oil, in tank cars, Port St. Joe, Fla., to Balti- 
more, Md., unreasonable to the extent it exceeded 63 cents. 
Reparation of $540.54 awarded. 


Grain Switching 


No. 25050, Red Star Milling Co. vs. A. T. & S. F. et al. By 
division 2. Refusal of Santa Fe to absorb switching charges for 
delivery of flour and other wheat products to warehouses on 
connecting lines at destinations in Oklahoma to which joint 
rates were and are in effect found to be in violation of its tariff 
provisions and illegal prior to Dec. 30, 1929, when a change was 
made in them, but not on and after that date. Reparation 
awarded. 

Ash Billets 


No. 24731, Hanna Manufacturing Co. vs. A. C. L. et al. By 
division 2. Dismissed. Rates, ash billets, used in making base- 
ball bats and implement handles, Findlay, O., and Springboro, 
Union City and Preston Park, Pa., to Athens, Ga., inapplicable. 
Applicable rates, sixth class rate to Cincinnati, O., or Richmond, 
Ya, plus lumber commodity rates beyond, not unreasonable. 
Report said there were undercharges and one overcharge out- 
standing. 


Watermelons 
No. 24902, Oneal Commission Co. et al. vs. A. G. S. et al. 
By division 3. Dismissed. Rates, watermelons, points in Florida 
and Georgia to Jackson and McKenzie, Tenn., not unreason- 
able, unduly prejudicial, unduly preferential or in violation of 
section 4. Over and undercharges were found. The Commission 
directed that they be adjusted. 


Grain Routing 


I and S. No. 3835, routing grain from Kansas to Missouri. 
By division 3. Proposed changes in routing of grain and grain 
products, points on the Santa Fe in Kansas to destinations on 
the M.-K.-T. and Frisco in Kansas and Missouri, found not justi- 
fied. Suspended schedules ordered to be canceled and proceed- 
ing discontinued. Santa Fe proposed changes to prevent short- 
hauling of itself, it said, and to save mileage, claiming that 
the routes concerned would be shortened from 208,409 and 
43,709 miles to detsinations on the Frisco and M.-K.-T., re- 
spectively, to 193,070 and 37,597 miles, respectively, over the 
proposed routes. The Commission said the record did not es- 
tablish that the Santa Fe was being short-hauled to any con- 
siderable extent. 

Loading Charge Absorption 


I. and S. No. 3873, handling freight at Cupples Station, 
St. Louis, Mo. By division 3. Proposed cancellation of Illinois 
Terminal Co’s tariff rule providing for absorption of charges 
for handling carload package freight at Cupples Station, St. 
Louis, Mo., found justified. The Chicago, Springfield & St. Louis 
protested and obtained suspension of the tariff. Cancellation 
of the rule, the Commission report said, would place the pro- 
testant on a parity at interjunction connections with all other 
Steam lines and that the respondent should not be required to 
continue the service concerned at a loss to it. 


Coal, Fourth Section 


Fourth section application No. 14798, coal from Kentucky, 
Virginia and West Virginia. Long Lines authorized, in fourth 
Section order No. 11295, to establish and maintain rates, coal 
and coal briquettes, mines in the Inner Crescent, Outer Crescent 
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and Radford district in Kentucky and the Virginias on the lines 
of the New York Central, Chesapeake & Ohio, Norfolk & West- 
ern and connecting carriers to the St. Louis, Mo.-East St. Louis, 
Ill., switching district, over routes embracing the Litchfield & 
Madison and the C. C. C. & St. L., the same as over competing 
lines or routes without observing the long and short haul part 
of section 4, subject to the usual limitations. Temporary relief 
was granted in fourth section order No. 11022. The equi-distant 
clause limitation was not imposed. Commissioner Tate con- 
curred without imposition of that limitation, out of deference, 
he said, to the Commission’s decision in Commodity Rates on 
Lumber and Other Forest Products, 165 I. C. C. 561. 


Gravel 
No. 25278, Harrison Engineering and Construction Corpora- 
tion (of Delaware) vs. C. B. & Q. By division 3. Dismissed. 
Rates, gravel, shipped in 1930, points in eastern Nebraska to 
destinations in western Iowa, not unreasonable. 


Antimony Oxide 
No. 25499, Harshaw Chemical Co. vs. M. P. et al. By divi- 


sion 3. Dismissed. Rate, antimony oxide, Elyria, O., to various 
interstate destinations, not unreasonable or unduly prejudicial. 


Signs and Posts 


; _No., 25612, J. H. Swisher & Son Co. vs. S. A. L. et al. By 
division 3. Dismissed. Rate, carload, metal signs and wooden 
posts, Jacksonville, Fla., to Streator, Ill., found applicable. 


Grain 


No. 23710, Anderson, Smith & Hamilton, Inc., vs. C. & N. 
W. et al., and a sub-number, Poultry Producers of Central Cali- 
fornia vs. Central California Traction Co. et al. By division 3. 
Dismissed. Applicable rates, grain points in Iowa, Kansas and 
Nebraska in transcontinental groups E, F and G, to Missouri 
River points, there stored, thence reshipped to points in Califor- 
nia on the lines of the Southern Pacific, thence diverted or re- 
consigned to points in California on connecting lines or tran- 
sited on the lines of the Southern Pacific and the products 
thereof reshipped to points in California on connecting lines, 
determined to have been, except from points in Iowa, inapplica- 
ble. Determined that the local rates were applicable to the 
Missouri River points; that a transcontinental rate of 61 cents 
was applicable beyond the Missouri River points to final desti- 
nation on diverted or reconsigned corn; that transcontinental 
rates of 61 cents on corn, kaffir corn, sorghum and milo maize, 
63.5 cents on cracked corn and ground corn, barley and sor- 
ghum, and 67 cents on poultry feed, were applicable beyond the 
Missouri River points on grain transited at Southern Pacific 
milling points and the grain or products thereof reshipped to 
the considered destinations; and that the joint transcontinental 
rates charged on shipments from Iowa points were applicable to 
final destinations. Applicable rates not unreasonable or other- 
wise unlawful. Shipments covered by the title complaint not 
misrouted. 


Montana Oil Rates 


No. 25135 increases in intrastate rates and charges, part 7, 
Montana. By the Commission. Supplemental report. Prior re- 
port, 186 I. C. C. 615, and order subsequently entered, requiring 
maintenance on intrastate commerce in Montana of rates not 
lower than those in force, plus surcharges corresponding to the 
surcharges maintained on interstate traffic, modified so as to 
except therefrom crude petroleum from Bridger to Laurel, Mont., 
on the line of the Northern Pacific, so as to reduce the rate 
from 9 to 8 cents, plus the gne cent surcharge and line it up 
with other intrastate rates between petroleum producing points 
and refineries. Order reopening the case for reconsideration 
promulgated coincidentally with the modifying report and order. 


E. & W. COAST ABANDONMENT 


The Commission, by division 4, in Finance No. 9813, East & 
West Coast Railway et al. abandonment, has authorized the 
company to abandon a little more than 45 miles of its line in 
Manatee, DeSoto and Sarasota counties, Fla., between Arcadia 
and Manatee, and the receivers of the Seaboard Air Line to aban- 
don operation of that line. About three miles between Manatee 
and East Manatee are to be continued in operation. The road 
was built to serve a timbered country that to a considerable 
extent has been cut out or destroyed by fire. Abandonment of 
the road, it was estimated, would save at least $24,847 a year 
in out of pocket expenses. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10003, authorizing the St. 
Louis, Brownsville & Mexico Railway Company to operate, under 
trackage rights, over a line of railroad of the Gulf, Colorado & 
Santa Fe Railway Company between Algoa and Houston, Texas, 
approved, 

Report and certificate in F. D. No. 10001, authorizing the Chicago, 
Rock Island & Pacific Railway Company to acquire part of the rail- 
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road of the Kankakee & Seneca Railroad Company in LaSalle and 
Grundy counties, Ill., approved. 

Report and certificates in F. D. No. 10002, permitting the Colo- 
rado & Wyoming Railway Company to abandon a branch line of 
railroad in Las Animas county, Colo., approved. 

Report and certificate in F. D. No. 9943, authorizing the Chesa- 
peake & Ohio Railway Company to acquire the lines of railroad 
and other properties of the Ashland Coal & Iron Railway Com- 
pany, Big Sandy & Kentucky River Railway Company, Island Creek 
Railroad Company, Long Fork Railway Company, Millers Creek Rail- 
road Company, Pond Fork & Bald Knob Railroad Company, and the 
Sandy Valley & Elkhorn Railway Company, all in Boyd, Carter, John- 
son Magoffin, Floyd, Pike, and Letcher Counties, Ky., and Logan 
and Boone counties, W. Va., approved. 


FINANCE APPLICATIONS 


Finance No. 10069. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon branch line in Lawrence county, S. D., 
extending from Englewood to Spearfish, about 31.54 miles, because 
of highway facilities and lessened demand for rail service for such 
commodities as are commonly shipped by rail. 

Finance No. 10070. Boston & Maine Railroad asks authority to 
issue $16,500,000 of short-term notes to pay, renew, extend, or reissue 
outstanding notes and to borrow not exceeding $2,575,563, if con- 
ditions so require. Outstanding notes are payable to banks, the 
Reconstruction Finance Corporation and the Railroad Credit Cor- 
poration. 

Finance No. 10071. Chicago, Burlington & Quincy Railroad Co. 
asks authority to abandon certain portions of its branch line be- 
tween Osceola and Leon, lowa, extending from Osceola to Van Wert, 
11.13 miles, and from Decatur City to Leon, 6.53 miles. Applicant 
said the public would be afforded adequate facilities for the limited 
traffic originating and terminating at the two stations on the seg- 
ments of the branch to be abandoned by the improved state high- 
ways adjacent thereto and rail service at Leon, Van Wert, and 
Osceola. 

Finance No. 10068. Eriton Railroad Co. 
ask authority to abandon 4,589 feet of line of the Eriton between 
Kxriton Junction and Eriton Mines in Clearfield county, Pa., which 
was originally built to serve mines now abandoned. 

Finance No. 10067. Southern Pacific Railroad Co., South Pacific 
Coast Railway Co., and Southern Pacific Co. ask authority to abandon 
portions of the so-called East Bay Electric Lines in Alameda county, 
Calif., aggregating about ten miles, between points in Berkeley, Calif., 
between Oakland and Berkeley, Calif., and in Oakland, Calif. Rev- 
enues are not sufficient to justify operation of the segments pro- 
posed to be abandoned and the public will continue to be served 
by lines of applicants and others, according to the application. 

Finance No. 10072. Joint and several applications of Covington 
& Cincinnati Elevated Railroad & Transfer & Bridge Co., the Chesa- 
peake & Ohio Railway Co., and Louisville & Nashville Railroad Co. 
for authority to extend their lines and operations as follows: (1) On 
the part of the Covington to extend its ines to include certain tracks 
and other property of the C. & O. and L. & N., in Covington, Ky.; 
(2) on the part of the C. & O. and the L. & N. to extend their lines 
(a) jointly, by trackage rights, over the tracks of the Covington, and 
(b), severally, by the acquisition of properties; (3) if necessary on 
the part of the C. & O. and the Covington to extend their lines over 
certain depot tracks and property of the L. & N. in Covington; and 
(4) on the part of the applicant, jointly and severally, in such man- 
ner as it required fully to effectuate the arrangements proposed. Ap- 
plicants said the reconstruction, acquisitions, and improvements in- 
volved were undertaken in order better to serve the public interest 
by providing greatly needed improved existing facilities and addi- 
tional facilities, at the Cincinnati gateway over the Ohio River, and 
would aid materially in handling the great volume of traffic origi- 
nating at and destined to Cincinnati and Covington as well as ma- 
terially aid in the development and expansion of the industries in 
those cities. 


Finance No. 10073. Baltimore & Ohio Railroad Co. asks authority 
to pledge as additional security for loans from the Railroad Credit 
Corporation its equity in certain securities now pledged with the 
Reconstruction Finance Corporation. The B. & O. said it had paid 
to the Railroad Credit Corporation to date $4,264,805.82 under the 
Ex Parte 103 marshaling and distributing plan, and that it had re- 
ceived from time to time loans from the Railroad Credit Corporation 
ageregating $3,428,000. 


COMMISSION OF ORDERS 


No. 24549 and Sub. 1, Wailes-Dove-Hermiston Corporation et al. 
vs. A. & R. et al. and No. 25232, United States Pipe & Foundry Co. 
vs. A. G. S. et al. Defendants’ petition for postponement of effec- 
tive date of order and reconsideration on record, denied, and order of 
April 25, 1933, is modified so as to except from its application narrow 
gauge lines of the D. & R. G. W. and C. & S. 

No. 25128 and Sub. 1, Bedford Pulp & Paper Co. vs. 
Petition of complainant "for reopening, argument and 
tion denied. 


and Erie Railroad Co. 


Erie et al. 
reconsidera- 


No. 20194, Fredonia Linseed Oil Works Co. vs. A. T. & S. F. et 
al. Petition of defendants for reopening, reconsideration and modi- 
fication denied. 

No. 24430, Diamond A Cattle Co. vs. A. T. & S. F. et al. Petition 


of complainant for reconsideration denied. 

No, 25197, Barker Bros., Inc., vs. S. P. et al. 
tion for reconsideration denied. 

No. 23799, California Fruit Wrapping Mills vs. G. N. 
— reopened for further hearing solely 
dice 

No. 25100, Alabama Grocery Co. of Huntsville, Ala., et al. vs. 
A. T. & S. F. et al. and No. 25665, A. Z. Bailey Grocery Co., Inc., vs. 
Cc B & Q. et al. Proceedings ‘reopened for reconsideration upon 

of Alabama vs. 


record as made. 
No. 24626, Lone Star Cement Co. a = & B 2. 
et “. Defendants’ petition for reconsideration denied. 
No. 24403 (and Sub. 1), Wisconsin Bridge & Iron Co. vs. I. C. et 
al. Complainant's petition for rehearing or oral argument Gentes. 
No. 20494, Great West Mill & Elevator Co. vs. P. & S. F. et al. 
Supplemental petition of defendants for reconsideration denied. 
No. 25496, Southern Natural Gas Corporation vs. C. M. St. P. & 
P. et al. Petition of complainant for reconsideration denied. 
No. 25339, Hyman-Michaels Co. vs. G. & F. et al. Petition of 
complainant for reconsideration denied. 


Defendant’s peti- 


et al. Pro- 
on issue of undue preju- 
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No. 25131, Interstate Amiesite Co., Inc., vs. B. & O. Petition y 
complainant for reopening, rehearing ‘and reconsideration denied. 

No, 14771, John Morrell & Co. et al. vs. N. Y. C. et al. Petitioy 
of intervener, Kohrs Packing Co. of Davenport, Iowa, for recop. 
sideration, argument and hearing before Commission and vacation ¢ 
order of February 6, 1933, denied. 

1. & S. 3840, Coal to Chicago switching district. Motion of pro. 
testant, C. & N. W., to strike certain portion of brief filed on beha 
of responde at and certain coal dealers supporting respondent over. 
rule 

No. 24166, Arizona Packing Co. et al. vs. A. T. & S. F. et a) 
Petition of complainants and interveners for reconsideration anj 
modification of decision denied. 

‘No. 21845, Louis Des Cognets & Co. vs. C. N. O. & T. P. et aj 
Petition of complainant for reopening and rehearing denied. 

No. 25825, Cotton Exchange of Augusta vs. A. C. L. et al. Amer. 
ican Cotton Manufacturers Association; N. C. Cotton Manufacturers 
Association, Inec., and Cotton Manufacturers’ Association of S. ¢ 
permitted to intervene. 

& S. 3646, Classification ratings on fruits and vegetables jp 
western territory and |. & S. 3820, Classification ratings on vegetga. 
bles in the west. Motion filed on behalf of protestant, Board of Rail. 
road Commissioners of State of S. D. to strike certain portion of 
respondent’s reply to protestant’s exceptions overruled. 

& S. 3833, Coal from Pennsylvania to Northern Ohio. Order 
entered herein on May 2, 1933, further modified so as to vacate an 
set aside order dated November 29, 1932, as of July 27, 1933, instead 
of said July 10, 1933. 

No. 23949, Amherst Elevator Co. et al. vs. A. T. & S. F. 
and No. 23960, L. B. Archer et al. vs. A. T. & S. F. et al. 
filed on behalf of defendants for reconsideration, etc., 

No. 25750, D. L. & W. Coal Co. vs. C. of N. J. et al. 
State Coal Merchants Association permitted to intervene. 

No. 25957, Union Stock Yards Co. of Omaha, Ltd., et al. vs, 
A. T. & S. F. et al. Northwestern Livestock Shippers Traffic League 
and Farm Rate Council permitted to intervene. 

No. 21323, Dann-Gerow Co., Inc., et al. vs. A. C. L. et al. Peti- 
tion of defendants for reargument and reconsideration with respect 
to the continuance provision of the order denied. 

No. 23806, Leas & McVitty, Inc., vs. C. & O. et al. 
complainant for reconsideration denied. 

No. 24893, Phoenix Utility Co. vs. Petition 
of Southern for reconsideration denied. 

No. 24679, Baldwin & Burke Safe Co. et al. vs. A. T. & S. F. et 
al. Complainants’ petition for reconsideration denied. 

Finance No. 9930, Minnesota, Dakota & Western Railway. Inter. 
vening petition of Minnesota Railroad & Warehouse Commission is 
dismissed. 

No. 18061, Transcontinental Oil Co. vs. A. & V. et al. Proceeding 
reopened for further hearing as to the fact and amount of damage. 

No. 16243, Indiana Coke & Gas Co. et al. vs. A. & W. et al. and: 
cases grouped therewith. Proceedings reopened and assigned to 
Division 4 for disposition in connection with I. & S. 3511, coke between 
points in Central and Illinois territories, and related cases. 

No. 25860, Compo-Board Co.- vs. Alton et al. International Paper 
Co. permitted to intervene. 

No. 24549 (and Sub. 1), Wailes-Dove-Hermiston Corporation et al. 
vs. A. & R. et al. and No. 25232, United States Pipe & Foundry Co. 
vs. A. G. S. et al. Order entered herein States Pipe & Foundry Co, 
become effective on or before August 3, 1933, upon not less than 10 


et al. 

Petitions 

denied. 
New York 


Petition of 


Pennsylvania et al. 


days’ notice instead of 30 days’ notice. 
No. 18672, Hoboken Manufacturers’ Railroad vs. A. T. & S. F. 
et al. Orders of November 5, 1927, May 7, 1929, and February 4, 1930, 


vacated and set aside as of "August 15, 1934. 

No. 24718, White Eagle Oil Corp. vs. B. F. & I. F. et al. Order 
entered herein on April 27, 1933, is modified so that it will become 
effective on November 10, 1933, upon not less than 30 days’ notice in- 
stead of August 10, 1933. 

No. 26004, Chamber.of Commerce of Fargo, N. D., et al. vs. A. C. 
& Y. et al. Board of Railroad Commissioners of state of North Da- 
kota and Merchants’ Exchange of St. Louis permitted to intervene. 

No. 24515, William E. Jordan & Brother vs. C. of N. J. et al. 
Order entered herein on March 8, 1933, further modified to become 


effective on August 1, 1933, upon not less than 10 days’ instead of 
30 days’ notice. 
Finance No. 9709, Fort Benning Railroad acquisition. Proceed- 


ing reopened and assigned for reargument at a time to be fixed, 
and effective date of certificate and order issued herein on June 14, 
1933, is extended for 30 days. 

No. 25054, Standard Soy Bean Mills vs. C. B. & Q. et al. Effective 
date of order of April 17, 1933, postponed until further order or or- 
ders of Commission, and proceeding reopened for reconsideration upon 
record as made. 

No. 24779, Missouri Valley Bridge & Iron Co. vs. B. R. & P. 
et al. Petition of defendants for argument and reconsideration de- 
nied. 

No. 24768, Proceeding reopened for rehearing at such time and 
place as Commission may hereafter direct. 

No. 23493, and Sub. 1, Haley-Neeley Co. et al. vs. C. & N. W. 
et al. and No, 23600, and Sub. 1, Traffic Bureau, Aberdeen Chamber 
of Commerce et al. vs. C. M. St. P. & P. et al. Order entered herein 
on December 15, 1931, is modified so as to relieve C. B. & Q. from the 
requirement that it shall maintain to Hot Springs, Deadwood, Lead, 
and Rapid City, S. D., the basis of rates set forth in third ordering 
paragraph of said order, and that the foregoing modification of the 
order shall be effective until the further order of the Commission. 





INDIANA SWITCHING RATE 


The Supreme Court of Indiana, in Chicago & Eastern IIli- 
nois vs. Public Service Commission of Indiana, has sustained 
the jurisdiction of the Indiana commission over a switching 
rate on coal carried by the C. & E. I. from a mine in Evansville, 
Ind., to the interchange track of the Illinois Central at that point. 
The Indiana commission prescribed a rate of $2.70 a car. The 
C. & E. I. refused to observe that rate contending that an inter- 
state switching rate of $6.30 a car was applicable. Upon suit 
of the Indiana commission the trial court enjoined the collec- 
tion of the $6.30 rate. The Supreme Court aftirmed the judg- 
ment of the lower court. 
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FOURTH SECTION IN MEXICO 


N a proposed finding that the rates named in the applica- 

tion would not be reasonably compensatory, Examiner M. L. 
Boat and Assistant Traffic Director R. V. Pitt, in fourth section 
application Nos. 571 and 577, commodity rates to Mexico, have 
recommended denial of fourth section relief to the Southern 
Pacific Co.-Atlantic Steamship Lines (Morgan Line) to con- 
tinue lower rates on commodities, carloads and less-than-car- 
loads, from New York piers to Guaymas and Empalame, Mexico, 
than to intermediate points in Texas, New Mexico and Arizona. 
The desire was to continue the rates enabling the Southern Pa- 
cific to meet the competition via the Panama Canal to ports on 
the west coast of Mexico of which Guaymas and Empalme are 
two. 

The report writers discussed the jurisdictional question 
raised by the fact that the rates in question, joint rates in 
which Southern Pacific lines, water and rail, were parties applied 
to a country beyond the jurisdiction of the Commission and 
announced their conclusion that the Commission had jurisdic- 
tion over them. The rates in question apply over the Morgan 
Line route from New York to Galveston, Tex., thence over the 
Galveston, Harrisburg & San Antonio to El Paso, Tex., and 
thence Southern Pacific of Mexico to Guaymas and Empalme, 
ports only five miles from each other. In their discussion of 
the jurisdictional question Messrs. Boat and Pitt relied upon 
International Nickel Co. vs. Director-General, 66 I. C. C. 627 and 
News Syndicate Co. vs. N. Y. C., 275 U. S. 179 (48 S. Ct., Rep. 
39), in which the jurisdiction over joint rates to and from for- 
eign countries was considered. 

In their discussion of the question as to the compensatory 
character of the rates proposed to be continued, the examiners 
used a rate of 90 cents on iron and steel from New York to 
Guaymas as an example. They pointed out that of that sum 
only 51.54 cents accrued to the carriers in the United States 
for an actual distance of 3,389 miles and a constructive distance 
of 1,949 miles, using a three to one ratio for measuring the dis- 
tance by water. They said that in the southwestern revision the 
51.54 cents that would accrue to the American line of the South- 
ern Pacific system would be slightly less than the rate pre- 
scribed on iron and steel for a haul of 400 miles in that part of 
the country. They said the earnings accruing to the American 
lines under the rates proposed to be continued could not be 
regarded as sufficient to meet the reasonably compensatory re- 
quirements of section 4. 


PROPOSED REPORTS 


Hay 
No. 25617, Calliari Brothers vs. Ann Arbor et al. By Ex- 
aminer John J. Crowley. Rates, hay, between points in central 
and eastern lower Michigan and western Ohio, on the one hand, 
and destinations in Wisconsin, upper peninsula of Michigan, 
northern Illinois and border points in Iowa and Minnesota, not 
unreasonable or otherwise unlawful in the past. Proposed 
to be found unreasonable for the future and that maximum 
reasonable rates would be those prescribed in Western Trunk 
Line Class Rates, 164 I. C. C. 1, but not subject to the minimum 
rate provision carried in that decision. The examiner said that 
the restriction to minima rates to the gateways as a basis from 
central territory to Zone 1, in many instances, would result 
in increases on hay, a situation which he added had not here- 
tofore been brought to the Commission’s attention, hence his 
proposal that the minimum rate restriction in the class rate 
case be not imposed in this case. 
Grain Proportionals 
No. 25525, Rea-Patterson Milling Co. et al. vs. Dardanelle & 
Russellville et al. By Examiner T. Naftalin. Dismissal pro- 
posed. Proportional rates, corn, oats and coarse grains, or the 
Products thereof, Kansas City, Mo., Omaha, Neb., and Sioux 
City, Ia., to Coffeyville, Kan., there transited and reforwarded 
to points in Arkansas, not unreasonable. 
Sweetclover Seed 
No. 24485, Northrup, King & Co. et al. vs. C. M. St. P. & P. 
et al. By Examiner W. H. Smith. Rates, sweetclover seed, 
points in South Dakota to Minneapolis, Minn., unreasonable to 
the extent they exceeded the contemporaneous class D rates. 
Reparation proposed. 
Grain Reparation 


No. 23599, Rea-Patterson Milling Co. vs. M. P. By Examiner 






Richard Yardley. Upon further hearing reparation proposed to 
be awarded to C. O. Ross and Haz W. Reed, amounting to $591.59 
on account of unreasonable rates, grain, points in Kansas, milled 
in transit at Coffeyville, Kan., and the products reshipped to 
destinations in Arkansas, under the findings in 169 I. C. C. 719. 
Lime 

No. 24945, Muscle Shoals White Lime Co. vs. A. G. S. et al. 
By Examiner C. J. Peterson. Rates, lime, Denie, Ala., to various 
destinations in Arkansas, Louisiana and Texas not unreason- 
able in the past but unreasonable for the future to the extent 
they may exceed the scales approved in I. and §S. No. 3742, 
lime from, to and between the southwest, mimeographed, de- 
cided June 24, 1933. 


Liquid Carbonic Acid Gas 


No. 25726, Empire Products Co. vs. A. T. & S. F. et al. By 
Examiner L. J. P. Fichthorn. Dismissal proposed. Rate, liquid 


carbonic acid gas, Denver, Colo., to El Paso, Tex., not un- 
reasonable. 
Rough Sawed Marble 
No. 25786, Bertolini Brothers Co. vs. Erie et al. By Ex- 


aminer Leland F. James. Rates, two carloads, rough sawed 
marble, Knoxville, Tenn., to Youngstown, O., applicable but 
unreasonable to the extent they exceeded or may exceed 28 
cents. New rate and reparation proposed. 


Apples 


No. 25794, Gwin, White & Prince, Inc., vs. Spokane, Coeur 
D’Alene & Palouse et al. By Examiner Harold M. Brown. Rate, 
apples, Honeysuckle Farms, Ida., to Oakland, Calif., inapplicable. 
Applicable rate proposed to be found to have been 94 cents. 
Question of reparation proposed to be held open for receipt of 
proof as to the paying and bearing of the charges. 


Liquid Asphalt 
No. 257238, Interstate Amiesite Co., Inc., vs. P. & L. E. 
et al. By Examiner Paul G. Thompson. Dismissal proposed. 
Rate, liquid asphalt, Port Covington, Md., to Hillsville, Pa., not 
unreasonable. 


N. 0. G. N. CAPITALIZATION 


Examiners Thomas F. Sullivan and G. M. Eddy, in Finance 
No. 9899, New Orleans Great Northern Railway Co. acquisition 
and securities, No. 9900, New Orleans Great Northern Railway 
Co. control; No. 9901, Gulf, Mobile & Northern Railroad Co. 
operation; No. 9126, New Orleans Great Northern Railroad Co. 
operation; and No. 9451, Gulf, Mobile & Northern Railroad Co. 
of Louisiana control, have made adverse recommendations on 
the plans for reorganizing, financing and operation of the prop- 
erties mentioned in the applications. Their chief objection is 
to the ratio of bonds to capital stock in the proposed financing. 
They said that the ratio, 11 to 1, bonds to stock, was dispro- 
portionate and not in accord with the principles of sound financ- 
ing. Another objection, they said, was to the cumulative in- 
terest to be. paid on proposed income debentures. They said 
that that would make further financing difficult in case income 
was insufficient to pay interest on these bonds and accumula- 
tions resulted. 

The examiners said that division 4 should find that on the 
basis of the proposed capitalization the present and future public 
convenience and necessity did not require the acquisition by the 
New Orleans Great Northern Railway Co. of the properties for- 
merly owned by the New Orleans Great Northern Railroad Co. 
in Hinds, Copiah, Lawrence, Marion, and Walthal counties, 
Miss., and Washington and St. Tammany parishes, La., and the 
terminal properties of the Gulf, Mobile & Northern Railroad 
Co. of Louisiana, at New Orleans, La., and that the proposed 
issue by the New Orleans Great Northern Railway Co. of not 
exceeding $5,367,000 of first mortgage 5 per cent 50-year bonds, 
series A, $4,124,000 of 5 per cent income debentures, and $824,800 
of common stock, would not be compatible with the public 
interest. The application in Finance No. 9899, they said, should 
be denied. 

Further the examiners said in Finance No. 9900 that the 
application of the Gulf, Mobile & Northern Railroad Co. for 
authority to acquire control, by lease, of the properties of the 
New Orleans Great Northern Railway Co. should be denied and 
that the applications in Finance Nos. 9901, 9126, and 9451 should 
be dismissed. 

Under the reorganization plan presented the examiners said 
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the principal purposes were stated to be to reduce fixed in- 
terest charges; to provide for joint operation of the properties 
of the New Orleans Great Northern Railroad Co. and Gulf, 
Mobile & Northern; to provide an interest for the New Orleans 
Great Northern Railroad Co. bondholders in both properties, and 
to relieve the New Orleans Great Northern’s bondholders of 
the necessity of providing the cash required to effect a reor- 
ganization. 

The examiners said the fixed charges on the outstanding 
bonds amounted annually to $412,400, while the proposed fixed 
charges would not exceed $268,350. The fixed charges of the 
New Orleans Great Northern Railroad Co., including the rent 
of the New Orleans yards, embraced within the plan, they said, 
amounted annually to $456,400. The fixed charges of the rail- 
Way company, the new corporation and the Gulf, Mobile & 
Northern on completion of the plan, the examiners said, were 
estimated at $788,350 annually, not including contingent interest 
on the income debentures. The latter, the examiners said, 
would add $206,200 annually to that figure. 

Consideration of the facts, the examiners said, justified 
the conclusion that the public convenience and necessity re- 
quired the acquisition by the new company of the properties 
of the old company and the Gulf, Mobile & Northern of Louisi- 
ana. They said it appeared, however, that while the proposed 
capitalization and fixed charges of the railway company would 
be considerably less than those of the railroad company and 
past earnings of the properties appeared to be sufficient to sup- 
port the proposed issue, the ratio of bonds to stock in the pro- 
posed capitalization was more than 11 to 1, which was dispro- 
portionate and not in accord with the principles of sound financ- 
ing, hence the adverse recommendation. 


TELEPHONE ACQUISITION 


Examiner Haskell C. Davis, in Finance No. 9891, Tri-State 
Telephone & Telegraph Co. proposed control, has recommended 
that division 4 find that the acquisition by the Northwestern 
Bell Telephone Co. of control of the Tri-State Telephone & Tele- 
graph Co., by purchase of capital stock, will be of advantage 
to the persons to whom service is to be rendered and in the 
public interest. The application was made jointly by the Bell 
and the Tri-State Consolidated Telephone Co. The latter is 
the holder of the capital stock of the Tri-State Telephone & 
Telegraph Co. 

Acquisition is to be made for the value of $12,544,425 of 
overdue and unpaid notes given by the consolidated or holding 
company to the Bell company under a contract under which the 
holding company was to acquire the stock of the Tri-State 
company at a total cost not exceeding $19,510,101. The assets 
of the consolidated company, according to Davis’ report, con- 
sist of 99,198 shares of Tri-State stock, to be acquired by the 
Bell company by assignment when all necessary governmental 
authority has been obtained. 

The Commission, in Tri-State Telephone & Telegraph Co. 
proposed control, 180 I. C. C. 229, denied a certificate proposing 
the acquisition Davis now recommends, on the sole ground, ac- 
cording to Davis of price. Davis said the present proposals 
differed from the prior ones in that the price had been reduced 
$6,965,676 and that the acquisition of the stock would carry 
control of all the physical properties of the Tri-State and its 
subsidiaries. The former arrangement was for some of the 
a properties to be dropped out of the proposed consoli- 
ation. 

Opposition was made by the Citizens’ League on Public 
Utilities in Minnesota and by the mayor of St. Paul, Minn., as 
an individual. 

The properties to be taken into the Bell system, controlled 
by the American Telephone & Telegraph Co., operate in south- 
ern Minnesota, including an exchange in St. Paul, in South 
Dakota and a small part of North Dakota. 

Questions of value and valuations, rates, and service were 
brought into the case, but Davis said that the merits of a rate 
controversy could not be considered in this case. He said that 
failure to make the proposed transfer of stock would involve 
the whole Gary system, the trade designation of the properties 
to be acquired, in difficulties that might ruin it. The Bell com- 
pany, he said, wished to acquire the stock, because, among other 
things, it feared it would lose much more money unless it took 
this means of collecting the greater part of the sum due it. 


PETITIONS FOR REHEARING, ETC. 


No. 21999, West Coast Lumbermen’s Association et al. vs. A. C. 
& Y. et al., No. 22087, California White & Sugar Pine Manufacturers’ 
Association vs. A. C. & Y. et al., and No. 22314, California Redwood 
Association vs. A. C. & Y. et al. Complainants in a supplemental peti- 
tion ask reargument therein before the full Commission. 

No. 21999, West Coast Lumbermen’s Association et al. vs. A. C. 
& Y. et al., and cases grouped therewith. Complainants in this pro- 
ceeding and in No. 22087, California White & Sugar Pine Manufactur- 
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ers’ Association vs. A. C. & Y. et al. Ask reargument of these cage, 
and that the same be considered by the entire Commission. 7 
No. 17000, part 5, rate structure investigation, furniture. J. E. Tj. 
ford, chairman, Southern Freight Association, and agent for carrie, 
parties to this proceeding, ask the Commission to postpone for, 
period of 60 days beyond August 21, 1933, its order in this cay 
in so far as said order relates to rates on furniture, C. L., betwee 
points in southern territory, on the one hand, and points in W. T, 1 
territory, on the other. y 
No. 9200, In the matter of petition of Georgia & Florida, and y 
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V. Griffin and H. W. Purvis, its receivers, for a re-examination o 
rates for the transportation of the United States mail. Applicant ask «** 
reconsideration. 

1. & S. 3886, Cast iron pipe to Indiana and Illinois. Protestant, 
Florence Pipe Foundry & Machine Co. asks for further hearing. 

No. 22906 and Sub. 1 and 2, Barnsdall Refineries, Inc., vs. M, vy. way 
et al., No. 24151, Sinclair Refining Co. vs. A. T. & S. F. et al., anil ctatt 
No. 24622, Mona Motor Oil Co. vs. C. B. & Q. et al. N. C. & StL, 0 
asks for consideration and determination of new and undeterminej prop 
issues of law and fact. sary 
, No. 24291, National-Erie Co. vs. N. Y. C. Complaint asks re. J to le 
1earing. ? 

No. 25016, Thurn-Maxson Lumber Co. vs. C. & O. et al. De. 43 4 
fendants ask reconsideration. ham 














No. 15026, Oklahoma Millers’ League vs. A. & M. Complainant, 
Oklahoma Millers’ Association formerly the Oklahoma Milers’ League 
asks reopening of this proceeding for consideration and disposition 
with No. 17000, part 7, grain and grain products within western dis. 
trict and for export. 

No. 25266, Reinhard Brothers Co., Inc., vs. Belt Railway of Chi- 
cago et al. Complainant asks reconsideration and modification of 
— and order as reported in decision of May 5, 1933, 192 I. C.¢, 
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No. 22338, Procter & Gamble Manufacturing Co. vs. B. & O. et al, 
Pennsylvania and S. I. R. T., defendants herein, ask modification 
and postponement of Commission’s order dated April 10, 1933. 

No. 24438, Eggerss-O’Flyng Co. vs. C. & A. et al. Complainant 
has filed second petition for reopening and reconsideration by the 
eee - decision entered herein by division 3 and reported in 

4. €. &. 1, 

No. 25028, Amiesite Corporation et al. vs. A. C. & Y. et al. 
Eugene Morris, agent, on behalf of defendant carriers, asks the 
Commission to amend its order, dated May 4, 1938, No. 25028 and 
Sub, 1, Amiesite Corporation et al. vs. A. C. & Y. et al., and per- 
mit publication of rates effective August 1, 1933, on one day’s notice, 
to the Commission and public. 

No. 25068, Atlanta Terra Cotta Co. vs. A. & W. P. et al. 
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plainant asks reopening and reviewing and consideration by full wi 
Commission. (C 

Finance No. 9580, Rowlesburg & Southern proposed acquisition se 
of Cheat River Railroad. Applicant asks Commission to vacate order 
denying certificate of public convenience and necessity, and for re- 
hearing. rij 

tr 
LOANS TO RAILROADS _ 

In Finance No. 9622, the Commission has affirmed the ac- 
tion of division 4 in denying approval of a loan to the receivers ; 
of the Gainesville Midland Railway from the Reconstruction r 
Finance Corporation. The receivers petitioned for reconsidera- h 
tion of the report and order of division 4 issued May 27. In . 
this proceeding division 4 canceled a certificate for a loan of not ‘ 
to exceed $25,000 and denied the application. 

The Reconstruction Finance Corporation has denied ap- ‘ 
proval of a loan of $425,000 to the Chesapeake Beach Railway i 
Co. for extension of its line by ferry across the Chesapeake ‘ 
Bay. The action was taken on the report of the Commission 





approving the loan and other information. The Claiborne- 
Annapolis Ferry Co., which opposed the granting of the loan, 
recently asked the Commission to reopen and reconsider Finance 
No. 9641 in which division 4 had approved the loan. The ferry 
company opposed the granting of the loan because, it con- 
tended, establishment of the additional service would result in 
duplication of facilities. 







<i. iin el 






OHIO COAL RATE CASES 


The Commission has been advised that the federal court at 
Columbus, O., in equity No. 1039, State of Ohio and Public Utility 
Commission vs. United States and Interstate Commerce Commis- 
sion and No. 1040, Wheeling & Lake Erie vs. Same, has enjoined 
the Commission’s orders in No. 25566, intrastate Rates on 
Bituminous Coal in the State of Ohio and the Ohio surcharge 
case until its further order to enable it to complete considera- 
tion of the merits of the questions raised by the state’s reduc- 
tion of coal rates to northeastern Ohio and the imposition of 
the surcharges by the federal body. 


When the cases were heard, the Commission, at the request 
of the court, postponed the effective date of its orders from 
June 10 to July 10, so as to give the court an opportunity to 
consider the questions involved, ignoring suggestions from the 
court for postponement to August or even September. Its 
declination to accept responsibility for more than a month’s 
postponement made it necessary for the court to issue its own 
order of postponement. 

The Commission, upon consideration of the record and the 
petition of the Pittsburgh & West Virginia for a modification 
of its order of May 2, in I. and S. No. 3833, coal from Pennsyl- 
vania to northern Ohio (2), has further modified its order of 
May 2, so as to vacate and set aside its order date Nov. 29, 
1932, as of July 27, 1933, instead of July 10, 1933. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 
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(Supreme Court of Alabama.) Railroad’s main line right of 
way held by easement, including roadbed in use, held not within 
statute authorizing municipal improvement assessments where 
property was in actual use as part of railway system and neces- 
sary to its operation; hence city commission has no jurisdiction 
to levy such assessments against such land (Code 1923, sec. 2174, 
ag amended by Gen. Acts 1927, p. 754, sec, 3). (City of Birming- 
ham vs. Seaboard Air Line Ry. Co., 148 So. Rep. 425.) 

Lots held by railroad in fee, including main line roadbed in 
use, held not within statute authorizing municipal improvement 
assessments (Code 1923, sec. 2174, as amended by Gen. Acts 1927, 
p. 754, sec. 3).—Ibid. 

Lots lying outside raiiroad’s roadbed, but within lateral 
lines of right of way held by easement, held not within statute 
authorizing municipal improvement assessments (Code 1923, 
sec, 2174 as amended by Gen. Acts 1927, p. 754, sec. 3.—Ibid. 

Lands owned by railroad in fee, lying outside roadbed and 
outside right of way held by easement, but within projected 
lateral lines of right of way held by easement, held not within 
statute authorizing municipal improvement assessments (Code 
1923, sec. 2174, as amended by Gen. Acts 1927, p. 754, sec. 3). 
—Ibid. 

Lots owned by railroad in fee and lying outside main line 
right of way or right of way projected, but traversed by side 
line of railway track connecting with main line track, held not 
within statute authorizing municipal improvement assessments 
(Code 1928, sec. 2174, as amended by Gen. Acts 1927, p. 754, 
sec. 3).—Ibid. 

Lots owned by railroad in fee and lying outside main line 
right of way or right of way projected, but occupied by switch 
tracks, side tracks, and repair tracks, constituting freight yard, 
held not within statute authorizing municipal improvement as- 
sessments (Code 1928, sec. 2174, as amended by Gen. Acts 1927, 
p. 754, sec. 3).—Ibid. 

Property owned by railroad in fee, lying outside main line 
right of way or right of way projected, and occupied by round- 
house and repair tracks, held not within statute authorizing 
municipal improvement assessments (Code 1923, sec. 2174, as 
amended by Gen. Acts 1927, p. 754, sec. 3).—Ibid. 

Property owned by railroad in fee, lying outside main line 
right of way and right of way projected, and occupied by coal- 
bin, yard office, and two single tracks, held not within statute 
authorizing municipal improvement assessments (Code 1923, sec. 
2174, as amended by Gen. Acts 1927, p. 754, sec. 3).—Ibid. 

' Property owned by railroad in fee lying outside main line 
right of way and right of way projected, and occupied by build- 
ing used as passenger and freight station, held not within statute 
authorizing municipal improvement assessments (Code 1923, sec. 
2174 as amended by Gen. Acts 1927, p. 754, sec. 2).—Ibid. 

: Property owned by railroad in fee, lying outside main line 
right of way and right of way projected and not in present use 
for railroad purposes, but reserved for future expansion, held 
subject to municipal improvement assessments, under statute, 
property not being in actual use as part of railway system or 
necessary to its operation (Code 1923, sec. 2174, as amended by 
Gen. Acts 1927, p. 754, sec. 3).—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 
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REGULATIONS OF COMMON CARRIERS 


Court of Appeals of New York.) Before operation of pro- 
posed bus line on streets of city would be lawful, obtaining of 
permit or secondary franchise was necessary (Greater New York 
Charter, sec. 74, as amended by Laws 1914, c. 467, and sec. 1458, 
as amended by Local Laws 1925 (City of New York), No. 5). 
(Blanshard vs. City of New York, 186 N. E. Rep. 29.) 
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City, in giving consent to operate busses on streets, may 
annex terms and conditions (Greater New York Charter, sec. 
74, as amended by Laws 1914, c. 467, and sec, 1458, as amended 
by Local Laws 1925 (City of New York), No. 5; Const. art. 3, 
sec. 18).—Ibid. 

Consent given by city for operation of busses on streets held 
not such franchise as requires action by people through At- 
torney General to test validity (Greater New York Charter, sec. 
74, as amended by Laws 1914, c. 467, and sec. 1458, as amended 
by Local Laws 1925 (City of New York), No. 5; Const. art. 3, 
sec. 18).—Ibid. 

Where permit or secondary franchise was granted to bus 
corporation without compliance with charter provisions pre- 
scribing requirements therefor, bus corporation held trespasser 
on streets, entitling taxpayer to bring action to enjoin opera- 
tion of busses (General Municipal Law, sec. 51; Greater New 
York Charter, sec. 74, as amended by Laws 1914, c. 467, and 
sec, 1458, as amended by Local Laws 1925 (City of New York), 
No. 5; Const. art. 3, sec. 18).—Ibid. 

On defendant’s motion for judgment on pleadings, court 
must assume that allegations are true.—Ibid. 

Where permit or secondary franchise for operation of bus 
line was issued without compliance with charter requirements, 
grant was void (Greater New York Charter, sec. 74, as amended 
by Laws 1914, c. 467, and sec. 1458, as amended by Local Laws 
1925 (City of New York), No. 5).—Ibid. 

Attack on action of board of estimate and apportionment, 
a legislative body, based on fraud and bad motive, constitutes 
attack on legislative action, not permitted.—Ibid. 





(Supreme Court of Appeals of West Virginia.) Railroad 
tariff approved by Interstate Commerce Commission has effect 
of statute. Chesapeake & Ohio Ry. Co. vs. Glogora Coal Co., 
169 S. E. Rep. 471). 

Where railroad tariff required freight charges on shipments 
to nonagency station to be prepaid, consignor to such station 
held liable for freight although consignor’s notice on billing 
required freight payment before delivery.—Ibid. 





(Supreme Court of Mississippi, Division A.) Corporation 
is entity separate and distinct from its stockholders. (Illinois 
Cent. R. Co. vs. Mississippi Cotton Seed Products Co., 148 Sou. 
Rep. 371). 

Railroad corporation, notwithstanding its stock was owned 
by holding corporation, and notwithstanding railroad was op- 
erated as part of another railroad system, held not to have lost 
its corporate entity (Laws 1882, c. 542).—Ibid. 

Constitutional provision prohibiting foreign corporation from 

leasing or operating railroad in state, or purchasing interest 
therein, held inapplicable in suit to recover alleged overcharge 
of freight carrier over local railroad (Const. 1890, sec. 197). 
—Ibid. 
Railroad corporation, under charter, held not limited in 
right to fix freight charges to commodities transported from 
one point on its line to another thereon (Laws 1882, c. 542, 
sec. 19).—Ibid. 

Railroad corporation, where commodities are transported 
from points on its railroad to points on other railroad, held 
entitled, under charter, to fix freight rates only on portion of 
through tariff covering transportation of commodities over its 
own railroad (Laws 1882, c. 542, sec. 19).—Ibid. 

Question whether freight rate was properly fixed by board 
of directors of intrastate railroad held not to arise under agreed 
statement of facts pursuant to which suit to recover alleged 


overcharges of freight was tried.—Ibid. 





(Supreme Court of Missouri, in Banc.) Where threatened 
injury from prosecution for violation of unconstitutional statute 
is irreparable, and common law remedies are inadequate, injunc- 
tion will lie. (Park Transp. Co. vs. Missouri State Highway 
Commission, 60 S. W. Rep. (2d) 388.) 

Where statute valid on face, and if rightly construed, con- 
fers certain privileges, but as wrongfully construed operates 
against plaintiff in denial of constitutional rights, injunction 
will lie.—Ibid. 

It is no objection to bill to restrain enforcement of statute 
that act is not void on face, but is complained of only because its 
operation in particular instance works violation of constitutional 
right.—Ibid. 

Contract hauler applying for permit under statute held not 
estopped to attack construction placed by officials on exception 
in statute, where officials were not misled and did not suffer dis- 
advantage, and hauler did not receive benefit from refusal of 


permit (Mo. St, Ann. sec. 7787).—Ibid. 
State may regulate movements of motor vehicles over high- 


ways.—Ibid. 
Privilege to use highways for commercial purposes may be 
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granted or withheld in state’s discretion without violating due 
process clause or equal protection clause.—Ibid. 

State has broad discretion in classification in 
use of highways.—Ibid. 

Burden is on assailant to show that classification in statute 
respecting use of highways is essentially arbitrary (Mo. St. Ann. 
sec. 7787).—Ibid. 

Classification by highway commission refusing to issue per- 
mit to contract hauler for overlength loads in hauling road 
material, except from nearest railroad station, held not arbitrary 
or discriminatory so as to be void under State and Federal Con- 
stitutions (Mo. St. Ann. sec. 7787; Const. art. 2, secs. 4, 11, 21, 30; 
Const. U. S. Amend. 14).—Ibid 

Mere characterization of highway commission’s act as arbi- 
trary made allegation mere conclusion, truth of which was not 
admitted by demurrer.—lIbid. 

Contract hauler of road material could not restrain highway 
commission from interfering with his hauling without permit to 
haul from point of production to nearest station of receiving 
carrier, and from carrier’s unloading station to nearest point of 
road construction, where hauler alleged he was temporarily 
transporting road material and characterized hauls as temporarily 
necessary and occasional, but did not charge facts showing com- 
mission acted arbitrarily (Mo. St. Ann. sec. 7787).—Ibid. 

Expression “temporarily transporting” in statute respecting 
regulating length of loads on highways is term to be interpreted 
as matter of law, and statute imposes duty upon fact-finding 
agency to determine when facts meet legal definition and author- 
ize transportation (Mo. St. Ann. sec. 7787).—Ibid. 

Expression “temporarily transporting” in statute respecting 
regulation of length of loads refers to use made of highways, 
and implies that use is of short duration and frequency as com- 
pared with ordinary use by motortrucks (Mo. St. Ann, 4787).— 
Ibid. 


regulating 


APPOINTMENT OF TRUSTEES DISCRETIONARY 


The United States Circuit Court of Appeals at St. Louis, 
gave an opinion, July 7, that it is not mandatory on federal 
judges to appoint trustees in railroad bankruptcy cases under 
the new bankruptcy law. Presiding Judge Stone stated that a 
careful examination of the law left no doubt that the matter of 
appointment of trustees was discretionary with federal judges, 
— his opinion was concurred in by Judges Gardner and San- 

orn. 

The litigation on which this decision was based was insti- 
tuted by B. W. Lansdowne and other shippers having claims 
against the Missouri Pacific. United States District Judge Faris, 
having supervision over the Missouri Pacific bankruptcy, had 
left President L. W. Baldwin in charge of the properties, under 
his direction, and had declined to designate a trustee, saying 
the appointment of one or more was discretionary with him. 
Subsequently he appointed L. W. Baldwin and Guy A. Thompson 
to act as trustees. 


HOCH-SMITH GRAIN CASE 


The hearing in the Hoch-Smith grain case, docket 17000, 
part 7, before Examiners Mackley and Hall, in Chicago, this 
week settled down to a careful combing of the rate fabric in 
Western Trunk Line Territory by representatives of the various 
markets. The witnesses were C. E. Vandenover, general sales 
manager of the International Milling Company; a half dozen 
representatives of Hutchinson, Kans., interests; and Walter 
Scott, traffic commissioner of the Kansas City Board of Trade. 

The central thesis of Mr. Vandenover’s testimony seemed 
to be that the proportional rate structure should be made the 
foundation of the grain movement, with departures allowed 
only by permission of the Commission. He devoted considerable 
time to advocating an extensive blanketing of rates in central 
Montana on movement out of there, both east and west, and 
objected to a lower export rate from Montana to the Pacific 
coast than applied for the domestic movement. A number of 
exceptions to a strict application of proportional rates were 
advocated by him. He proposed that Omaha have a rate 1 cent 
over Kansas City to Duluth, with transit at Minneapolis. Nu- 
merous specific proposals as to rate relationships were intro- 
duced by him. From Minneapolis to St. Louis he suggested a 
proportional rate, instead of the existing transit balance, on 
condition that the Commission did not continue to apply rates 
from Great Northern points in Montana, north of Billings, to 
there on the same basis as applied to Minneapolis. Rates from 
the Missouri River to Chicago, via Minneapolis, should be 50 
per cent higher than to Minneapolis proper, and the rate from 
Minneapolis to Duluth should be a proportional rate 50 per cent 
of the Minneapolis-Chicago rate. Proportional rates from Sioux 
City might well be canceled, he held. 

In addition to W. T. Macauley, traffic manager, Hutchinson 
Board of Trade, Hutchinson was represented by the following 
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grain dealers and others interested in its market status: 4 
Frank Summers, L. Collingwood, E. J. Whealen, H. C. Morton, 
W. C. Fuller, and Ralph Russell. The purport of the testimony 
by the commercial witnesses was that, prior to the period jj 
which the 17000 rates were in effect, and since, Hutchinson wa 
















unable to ship grain east of the Missouri River, but that i eo 
the period in which the 17000 rates were in effect it was he - 
ginning to ship substantial quantities into that territory. th 

Mr. Macauley gave what he said was the rate reason fo wn 
the situation described by the commercial witnesses. Existenc yon 
of transit balances out of Omaha and St. Louis, he said, mace - 
it possible for dealers at those markets to substitute tonnage bi 
in such a way that they could ship into the destination tery. - 
tory in question at less than the normal charges, shutting out 7 
Hutchinson. : 

Mr. Scott took the stand the afternoon of July 11. He os 
brought with him six formidable appearing exhibits, totaling os 
552 pages. As a general proposition he insisted, with Mr, 






Vandenover, that the proportional structure should be the pri. 
mary framework on which the movement out of the markets 
should be constructed, exceptions from that allowed only with 
the specific approval of the Commission. A notable divergence 
of his testimony in this proceeding as against that introduced 
by him in the original case was that he did not advocate a lower 
rate from Kansas City to St. Louis than applied to St. Louis 
from Omaha. That was on condition that the existing method 
of making rates from Kansas and Nebraska producing territory 
was followed. He sought no change in the general rate level, 
saying that he was not convinced the present level was unrea- 
sonable. He began a detailed presentation of many of the 
existing relationship features of the adjustment. 


COAL CAR WORK ACCOUNTING 


The Chesapeake & Ohio, in equity No. 295, Chesapeake & 
Ohio Railway Co. vs. United States of America, filed in the 
federal court at Norfolk, Va., has asked for an injunction against 
the enforcement, operation and execution of the Commission’s 
decisions, rulings and orders in Docket No. 21917, dated March 
14, 1929, Feb. 25, 1929, and Dec. 13, 1932, pertaining to the ac- 
counting the carrier is required to make in respect of money 
spent on reconditioning 2,390 hopper bottom gondola coal cars, 
under contracts made with the Richmond Car Works and the 
American Car and Foundry Co., in 1926. 

Objection was made by the carrier to requirement by the 
Commission that part of the cost be charged to the investment 
account instead of to the operating expense account, The ques: 
tion was as to whether the cars were repaired or rebuilt. The 
Commission, in substance, held that the cars sent to the shops 
were retired from service and replaced by other cars on which 
salvage material was used. Thereby the investment of the 
carrier Was increased and its taxable income liability to the gov- 
ernment was increased by $259,229.32 in the years 1926, 1927 
and 1928. The increase in the taxable net income, by reason 
of the changes in accounting required by the Commission, the 
petition of the carrier asserted, was $2,024,389.54. 

The carrier’s bill alleges, among other things, that the deci- 
sions, rulings and orders of the Commission required the carrier 
artificially to inflate and enlarge its investment and income 
accounts and required it to “keep its books upon an unreal, 
unsubstantial and untrue basis and one which does not reflect 
the facts as to its true income or its investment in said hopper 
bottom gondola coal cars.” 













































PANEL OF STANDING TRUSTEES 


The Commission has given a title to the proceeding in 
which it names the panel of standing trustees to serve in the 
reorganization of railroads under section 77 of the bankruptcy 
act if and when the court into which a company has gone for 
the purpose of reorganizing its affairs instead of going through 
a receivership appoints one or more of them. The title is 
Ex Parte No. 111, in the matter of a panel of standing trustees. 
Its binder, held in the docket division of the Commission, is 
the morgue in which orders adding names to the panel of 
trustees are filed. 

In an order promulgated on July 11 the Commission made 
additions to the panel, seemingly to provide the court that is 
handling the affairs of the Rock Island with a list of names 
of men able to help the court and the Commission to handle 
the affairs of that carrier, including that of James E. Gorman, 
president of the Rock Island. The other names are: Rush 
Butler, Walter Fisher, Jr., Joseph B. Flemming, Cornelius Lons- 
dale, Amos C. Miller and Charles M. Thomson, all of Chicago; 
John G. Lonsdale, St. Louis, and Wayland W. Magee, Omaha, 
Neb. 

The Commission, by means of its eighth supplemental order 
in Ex Parte No. 111, in the matter of a panel of standing trus- 
tees, has added to that panel the names of Warren E, Brown 
and Charles H. Smyth, both of Wichita, Kan. 
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July 15, 1933 


COORDINATOR OF TRANSPORTATION 


The Traffic World Washington Burcau 


Announcement has been made by Federal Coordinator of 
Transportation Eastman of part of his organization and an 
outline of how he will undertake the duties laid upon him by 
the statute providing for the emergency treatment of the prob- 
lems of economy confronting the railroads and the making of 
recommendations for legislation by Congress. Other announce- 
cents will be made later. Attached to the announcement are 
biographical sketches of the men who are to assist him in his 
work, four of whom are to constitute a research department. 

The announcement also carried the information that on 
July 14, Mr. Eastman would confer, in Washington, with the 
regional coordinating committees selected by the railroads in 
the three coordinating districts, corresponding, generally, with 
the three large classification territories. The announcement 
and the biographical sketches follow: 


The emergency railroad transportation act, 1933, contemplates 
that the railroads and the federal coordinator of transportation will 
work together in searching out economies in railroad operation and 
management which are practicable and desirable and have not yet 
been realized. It is directed particularly at whatever wastes are 
caused by lack of effective cooperation of the railroads with each 
other, and in the expectation that the federal coordinator can bring 
about greater unity of purpose and action. 

The railroad activities will center in the three Regional Coordi- 
nating Committees, composed of executives in the east, west, and 
south, and under the act it is the duty of the federal coordinator in 
the first instance to work with these committees, although he has 
ultimate power to act independently. 

So far as the coordinator’s own organization is concerned, he 
will deal with certain matters through units or sections located at 
Washington. One of these units will be called the section of freight 
service. It will deal with the modernization of freight service to 
meet the changed conditions brought about by the competition with 
the railroads of motor trucks and other transportation agencies. Es- 
pecially it will deal with the methods of handling less-than-carload 
freight, including the utilization of containers, demountabe truck 
bodies, and similar new types of equipment, reduction in weight of 
equipment, the problem presented by the car-forwarding companies, 
the relation of the Railway Express Agency to the situation, store- 
door delivery, and the use of motor trucks as auxiliaries to or sub- 
stitutes for rail service, particularly in terminal areas. 

It is probable that a similar unit will be created to deal with 
passenger service and its improvement, or that the two will be com- 
bined under one head. 

Another unit will be called the section of purchases. It will deal 
with such matters as the standardization of materials and supplies, 
and also equipment, and with simplified practice and improvement in 
purchasing methods generally. 

A further unit will be called the section of car pooling. It will 
consider whether it is feasible and desirable to extend the principle 
of pooling to all or any kind of equipment, and will also consider 
other means of reducing empty-car mileage or improving car-repair 
practices, including the question of car rentals. 

Questions relating to allowances, direct or indirect, to shippers 
for various services, and also those relating to so-called accessorial 
services which the railroads perform, and to the charges therefor, 
will be dealt with chiefly through the Bureau of Service of the Com- 
mission, 

There are various other matters which will be handled centrally 
as the work of the coordinator develops. 

In addition to this central organization, however, the coordina- 
tor will have regional organizations paralleling the carriers’ regional 
coordinating committees. At the head of each will be a regional 
director with much experience in railroad operation, and under him 
there may be specialists in particular phases of operation, such as 
repair of equipment, maintenance of way, and terminal operations, 
and also certain district representatives, more especially in the west- 
ern region. Associated with him will be a man experienced in the 
traffic problems of shippers, who will supply this point of view to the 
organization and provide a point of contact for shippers. 

It will be the duty of these regional subdivisions of the coordi- 
nator’s organization to maintain contact with the carriers’ regional 
coordinating committees, to help the coordinator select matters to 
refer to those committees for study, and to check up for him the 
adequacy and reliability of the investigations which are conducted 
by or through those committees. At times the regional directors 
may find it necessary to conduct certain investigations on their own 
account, and in such instances it is expected that arrangements can 
be made to supplement their forces, when necessary, through em- 
ployes of the carriers loaned temporarily for detailed work. 

The matters for investigation which will fall within the province 
of these regional directors of the coordinator will include the unifi- 
cation of terminal operations, the joint use of shops and various other 
facilities, the pooling of train service, and the elimination of uneco- 
nomical routes. These are, of course, illustrations, not intended to 
exhaust the possibilities. 

Besides that part of his organization, above described, which 
will deal with possible economies in railroad management and opera- 
tion, the coordinator will have a separate staff to help him with the 
research necessary in arriving at the recommendations for further 
legislation of a more permanent character which it will be his duty 
to submit through the Commission to the President and to Congress, 
for the purpose of improving transportation conditions generally 
throughout the country. In this connection he is to consider the 
ability, financial or otherwise, of the carriers to improve their prop- 
erties and furnish service and charge rates which will promote the 
commerce and industry of the country and including, also, the sta- 
bility of railroad labor employment and other improvement of railroad 
labor conditions and relations.”” The study preliminary to arriving at 
recommendations will, among other things, go into the problem of 
railroad unification, railroad reorganizations, the conditions likely to 
surround railroad credit in the future, the relation of the govern- 
ment to the industry, the regulation of other transportation agencies, 
possible changes in the regulation of railroads, the proper coordina- 
tion of all of the transportation agencies, and the control and 
improvement of labor conditions and relations. 
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Under the law, the coordinator, it may be well to point out again, 


instance work with the carriers’ committees. He 
cannot issue orders until matters have been referred to them and 
they have either made recommendations or have failed to act. Under 
the law, also, he will be restricted in issuing orders, at least under 
present conditions, by the limitation in the act with respect to 
reductions in the number of railroad employes. 

On Friday, July 14, the coordinator will confer at Washington 
with the three regional coordinating committees of the carriers. 

The following men have agreed to accept service in the coordina- 
tor’s organization: 
Director, Section of Freight Service, J. R. Turney, St. Louis, Mo. 
Director, Section of Car Pooling, O. C. Castle, Houston, Texas. 
Director, Section of Purchases, R. L. Lockwood, Washington, D. C. 
Eastern Regional Director, H. J. German, Pittsburgh, Pa. 
Western Regional Director, V. V. Boatner, Chicago, Ill. 
Southern Regional Director, C. E. Weaver, Savannah, Ga. 
Eastern Traffic Assistant, W. H. Chandler, New York, N. Y. 
Western Traffic Assistant, C. E. Hochstedler, Chicago, Ill. 
Southern Traffic Assistant, M. M. Caskie, Mobile, Ala. 
Executive and Legal Assistant, J. W. Carmalt, Washington, D. C. 
Executive Assistant, J. L. Rogers, Washington, D. C. 
Research Staff, O. S. Beyer, Washington, D. C. 
Research Staff, Leslie Craven, Durham, N. C. 
Research Staff, W. B. Poland, New York, N. Y. 
Research Staff, F. W. Powell, Washington, D. C. 
This does not complete the organization, and other announcements 
later be made. Employment on the staff of the coordinator is 
temporary in character, because the life of the emergency railroad 
transportation act, 1933, is limited to one year, with a _ possible 
extension for a second year. Much of the research work with a 
view to legislation will be carried on for an even shorter period of 
time. 

Biographical sketches of the appointees are appended. 


Biographical Sketches 


Director, section of freight service. John R. Turney, St. Louis, 
Mo. Born Nashville, Tenn., 1887, LL.B., 1908, Vanderbilt University. 
In private law practice for number of years; assistant attorney, gen- 
eral attorney, assistant general solicitor, and general solicitor, St. 
Louis Southwestern Railway 1907-29; vice-president in charge of law 
and traffic, same road, 1929-1933. Member law firm Carter, Jones 
& Turney. 

Director, section of car pooling. Olin C. Castle, Houston, Texas. 
Born West Brownsville, Pa., 1874. LL.B., 1929, Houston School of 
Law. Entered railroad service 1893 as telegraph operator and extra 
dispatcher, P. C. C. & St. L. (now part of Pennsylvania system); 
chief clerk to division superintendent, car service department, gen- 
eral managers’ department, Butler & Pittsburgh division of Baltimore 
& Ohio, 1900-1907; specialist, committee on car efficiency, statistician, 
committee on interchange of freight cars, and railway mail pay com- 
mittee, American Railway Association and American Railway Clear- 
ing House, 1907-1911; car service agent, Southern Pacific Lines in 
Texas and Louisiana, 1911-1917; superintendent car service, same 
road, 1917-1918, embargo and permit specialist, special assistant car 
service section, Washington, D. C., transportation staff officer to 
regional director, Atlanta, Ga., U. S. Railway Administration, 1918- 
1920; assistant superintendent of transportation and superintendent 
of transportation, Southern Pacific Lines in Texas and Louisiana, 
1920-1933. 

Director, section of purchases. R. L. Lockwood, Washington, D. C. 
Born Cleveland, Ohio, 1878. M.E., 1905, Case School of Applied 
Science. Twelve years’ experience in design, production, installation 
and sales, materials handling equipment. Three years as engineer on 
public utility work, including electric railroads. Two years as engi- 
neer in charge of development of radio-controlled aerial torpedo, 
U. S. Army Air Service. Four years as consulting engineer for 
small group of firms, on materials handling and special transporta- 
tion and terminal equipment. Two years on staff of National Metals 
Utilization Committee, work covering simplification and standard- 
ization of materials handling and transportation equipment. One 
year as officer of New York Central subsidiary, developing plans for 
use of special freight carrying and handling devices. Four years 
on staff of Division of Simplified Practice, Department of Commerce; 
about 2 years in charge of all simplification projects, specializing on 
engineering and transportation matters. Balance in consulting capac- 
ity on same class of work. 

Eastern regional director. Harlan J. German, Pittsburgh, Pa. 
Born in Nebraska, 1881. .Entered railroad service 1894 as messenger 
boy Burlington & Missouri River Railroad (now part of Burlington 
system); thereafter to 1913 in mechanical and operating departments 
Burlington system; trainmaster and superintendent transportation 
Denver & Salt Lake, 1913-1917; with Commission on Car Service 
under Railroads’ War Board in Washington, 1917-1918; manager 
Eastern Railroads’ Car Pool at Pittsburgh, 1918-1919; assistant man- 
ager Car Service Section, U. S. Railroad Administration 1919-1920; 
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vice-president and afterward president Montour Railroad, 1920-1933. 
Western regional director. Victor V. Boatner, Chicago, Ill. 
Born Bethlehem, Miss., 1881. Educated Mississippi College and 


Bowling Green Business University. Entered railroad service 1901 
as station agent with Yazoo & Mississippi Valley R. R. and occupied 
various positions with that road up to chief train dispatcher, until 
1907. Trainmaster in various divisions of Y. & M. V. and Illinois 
Central, 1907-1916. Superintendent New Orleans division, and later 
Memphis division, Illinois Central, 1916-1921. President, Peoria & 
Pekin Union, 1921-1929; president Chicago Great Western R. R., 
1929-1931. 

Southern regional director. Clarence E. Weaver, Savannah, Ga. 
Born Newark, N. J., 1877. Ph.B., 1899, Sheffield Scientific School, 
Yale College. Assistant engineer Mexican International, 1899-1906; 
resident engineer and engineer, maintenance of way on railroads in 
Mexico now part of Southern Pacific on Mexico, 1906-1911; resident 
engineer, roadmaster, district engineer southern lines, Illinois Central, 
1911-1916; engineer maintenance of way, chief engineer, assistant 
general manager, general manager, Central of Georgia, 1916-1933. 

Eastern traffic assistant. William H. Chandler, New York, N. Y. 
Born Greenville, Ala., 1872. Entered railroad service 1889 in traffic 
department Louisville & Nashville. With traffic department of Cen- 
tral of Georgia and then of Ocean Steamship Co., 1892-98. Indus- 
trial traffic manager at New York, 1898-1907; New England agent for 
Atlanta, Birmingham & Atlantic and subsidiary steamship com- 


panies, 1908-1909; assistant manager, Transportation Bureau, Boston 
Chamber of Commerce, 1909-1912, and then of Traffic Bureau, Mer- 
chants Association of New York, 1912-1914: manager Transportation 
Bureau, Boston Chamber of Commerce, 
Bureau, 


1914-1924; manager Traffic 


Merchants Association of New York, 1924-1933; president 
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National Industrial Traffic League, 1919-1922; chairman Shippers’ 
Conference of Greater New York, 1927-1932, and chairman of its 


executive committee, 1932-1933. 

Western traffic assistant. Charles E. Hochstedler, Chicago, Ill. 
Born Bunker Hill, Indiana, 1881. Entered railroad service 1898 and 
served continuously with various railroads as telegraph operator, 
local agent, chief clerk in division offices, clerk and chief clerk in 
general freight offices, chief of tariff bureau, assistant general freight 
agent, and General Freight and Passenger Agent until 1923. Chair- 
man special fourth section committee central freight association, 
1924. Assistant Traffic Director, Chicago Association of Commerce, 
until 1927. Member Auxiliary Committee, Central Freight Association 
until 1928. Traffic Director Chicago Association of Commerce from 


1928 to date. 

Southern traffic assistant. Marion M. Caskie, Mobile, Ala. Born 
in Virginia, 1890. Educated Fork Union Military Academy. In serv- 
ice Southern Railway, 1906-10. Private practice interstate commerce 
work, 1910-17. General Manager, Transportation Bureau, Montgomery 
(Ala.) Chamber of Commerce, also Traffic Manager, Alabama Farm 
Bureau Federation and other associations, 1917-29. Executive Sec- 
retary Southern Traffic League, 1920-1930, serving as President and 
Chairman of its Board several terms, and also as regional vice 
president National Industrial Traffic League. Assistant to vice 
president Reynolds Metal Company and assistant to President Stokely 
Brothers Company in charge transportation, 1930-31. General Mana- 
ger State of Alabama ocean and rail terminal at Mobile and general 
manager Terminal Railway, Alabama State Docks, since 1931. Served 
on railroad committee, United States Chamber of Commerce, and 
Traffic Committee, Mississippi Valley Association. Was Director of 
Transportation, Federal Food Administration, for Alabama during 
war. 

Research Department 


Otto S. Beyer, Washington, D. C. Born Woodridge, N. J., 1886. 
M. E. 1907 Stevens Institute. Subsequently attended School of Com- 
merce, Accounts and Finance, N. Y. University, and Wharton School 
of Finance and Commerce, University of Pennsylvania. Mechanical 
positions, E. W. Bliss Company, Midvale Steel Company, 1907-1908. 
Motive power engineer on Erie and then on Rock Island, 1908-1912. 
General Foreman, Rock Island Shops at Horton, Kansas, 1913-1916. 
Railway Engineer experimental work, University of Illinois, 1916- 
1918. Captain U. S. Army training personnel for railroad and heavy 
artillery maintenance and operation, and thereafter Arsenal Orders 
Section, Ordnance Department, 1918-1920. From 1920 to date he has 
been established as consulting engineer first in New York and since 
1924 in Washington, in which capacity he has devoted most of his 
time to the furtherance of constructive labor relations, especially in 
the railway industry. 

Leslie Craven, Winnetka, Ill. Born Helena, Montana, 1887. <A. B. 
Leland Stanford, 1909. Fellowship at Harvard, 1909-1910. Juris Doc- 
tor degree Leland Stanford, 1911. General law practice Portland, 
Oreg., 1912-1917, Field Artillery, 1918. Valuation counsel associated 
western railroads, 1919-1932. Professor of Law, Duke University Law 
School, Durham, N. C., 1932. 

William B. Poland, New York, N. Y. Born West Point, N. Y., 
son of Gen. John §S. Poland. Educated Massachusetts Institute of 
Technology. Engineer U. S. River and Harbor Service. Supervisor 
bridges, C., C., C. & St. L. R. R. Engineer in charge rebuilding B. 
& O. S. W. Ry. between Cincinnati and St. Louis. Division Engineer, 
B. & O. R. R. Superintendent terminals, Cincinnati, and division 
superintendent, B. & O. S. W. Ry. General manager and chief en- 
gineer Alaska Central Ry. Vice-president and chief engineer, Phil- 
lipine Rys.; director Pacific Commercial Co., 1907-1913. Director in 
Belgium and later director for Europe, Commission Relief in Bel- 
gium and France, 1914-1919. Engineer member American Mili- 
tary Mission to Asia-Minor and Trans-Caucassus under General 
Harbord, Joint Liquidator, Commission Relief Belgium, 1920-21. 
Director General, Railway and Port Constructions, Yugoslavia; repre- 
sentative American bondholders and director Administration of State 
Monopolies, Kingdom of the S. H. S., 1922-25. Director General of 
Railways, Imperial Government of Persia; laid out and began con- 
struction of line Caspian Sea to Persian Gulf; established system of 
railway finance, 1926-28. Expert in railway finance and reorganiza- 
tion of railways for Chinese Government; Member Commission Fi- 
nancial Experts under presidency of Dr. E. W. Kemmerer, revising 
—- system national finances, 1929-30. Consulting engineer, New 
ork. 

Fred W. Powell, Washington, D. C. Born Three Rivers, Mass., 
1881. A. B. 1904 Leland Stanford, A. M. 1905. Ph. D. 1918 Columbia. 
Began with Haskins & Sells, public accountants, 1903. Successively 
with New York and Philadelphia Bureaus of Municipal Research, 
Peter White, Haskins & Sells, and began with New York Bureau of 
Municipal Research, until 1917. Research association, University of 
California, 1917-1918. Trade Commissioner at London, England, 1919. 
Chief of European Division, U. S. Bureau Foreign and Domestic 
Commerce, 1920. Editor and Senior Staff member Institute for 
Government Research, Washington, 1920-1933. 

Executive and legal assistant. James W. Carmalt, Washington, 
D. C. Born Montrose, Pa., 1872. A. B. 1895 Hamilton College, Col- 
umbia and New York Law Schools. Admitted to Bar in New York 
State, 1898. Largely engaged in transportation, New York City 
Street railways, 1899-1909. Entered service with Interstate Commerce 
Commission, 1908; associated with Justice Brandeis in trial of Five 
Per Cent _Case, 1913-14; Chief Examiner, Commission, 1915-1918. 
Staff of War Industries Board, 1918; Assistant to General Counsel 
U. S. Railroad Administration, 1918-19. Private practice in Washing- 
ton, 1919-33. 

Executive assistant. John L. Rogers, Washington, D. C. Born 
at Knoxville, Tenn., 1889. Served apprenticeship as boilermaker with 
Southern Railway, B. S. Mechanical Engineering, University of Ten- 
nessee, and LL. B., National University Law School, Washington, 
Member of Bar of State of Tennessee. Entered service of Interstate 
Commerce Commission in 1917 as mechanical engineer in Bureau of 
Locomotive Inspection. Since 1925 has served as special Examiner, 
Bureau of Service. 


Duties Added and Subtracted 


President Roosevelt has relieved Coordinator Eastman of 
all duties on the Commission except such as he wishes to per- 
form and of the duty of voting on a case in which there is a 
tie. The coordinator expects to devote practically all his time to 
his duties as coordinator. His office will continue in the Com- 
mission building. What might be called his personal staff, com- 
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posed of Messrs. Carmalt, Rogers and Livingstone, will also be 
quartered in that building. 

Additional duties were added to Mr. Eastman’s list through 
the institution, by the President, of a Council that is to meet 
on Tuesdays in the summer months to coordinate the organi. 
zation and work of the new governmental agencies. The Coun. 
cil meeting, in the summer months will take the place of the 
cabinet meeting. The new body will be composed of the 
cabinet, director of the bureau of the budget, chairman of the 
board of the Reconstruction Finance Corporation, governor of 
the Federal Farm Credit Administration; chairman of the 
board of the Home Owners’ Loan Corporation; administrator 
of the industrial recovery act; administrator of agricultural ad. 
justment; federal relief administrator; chairman of the board 
of the Tennessee Valley Authority; federal coordinator of 
transportation and director of the Civilian Conservation Corps. 

Coordinator Eastman’s force will be quartered chiefly in the 
Hurley-Wright building, the structure in which the Railroad 
Administration was housed after it ceased to have control of 
the railroads. Fitting up of quarters in that building was begun 
the day after Mr. Eastman made his first announcement of the 
coordinator’s staff. The chief offices in that building will be 
those of the directors of freight service, car pooling, purchases 
and of the members of the research Staff. Regional directors 
will have their offices in New York, Chicago and Atlanta, the 
headquarters of the railroads in the three big classifictaion 
territories. 

All the members of the coordinator’s staff are to devote 
their whole time to that work. It is supposed that most, if not 
all the men appointed to the Eastman staff will receive leave 
of absence from the railroads and organizations they are now 
serving. But, so far as the coordinator is concerned, the mem- 
bers of his staff have severed their connections with the com- 
panies and associations for which they were working at the 
time of their appointment and are prepared to continue in the 
government service so long as the emergency organization 
remains in existence, except in case of resignation or relief. 

A frequent comment on the make-up of Coordinator East- 
man’s staff was that it contained no visionaries with pet theories 
to “put across” either upon the government or the railroads. 
Instead it was pointed out it consisted of men who had worked 
upon the practical problems of railroad operation, purchases 
and the making of traffic arrangements and were therefore 
fitted to make and consider plans that could be used in the 
railroad system as it was and not be useful only in the event 
the whole thing were rebuilt or rearranged. Above all it was 
pointed out that the members of the staff were acquainted with 
each other and accustomed to dealing with the same problems, 
some from the point of view of the railroads and some from 
the point of view of shippers, with many of them having had 
experience on both sides of the line supposed to separate ship- 
pers and Carriers. 


Members of the staff who would not have their offices in 
Washington, such as regional directors and regional assistants, 
began calling on the coordinator shortly after announcement of 
their appointments were made, an early caller being H. J. Ger- 
man, the eastern regional director, who by reason of his serv- 
ice in Washington, practically continuous from 1913 to 1920, 
knows his Washington very well. 


An early idea was that one of the things Coordniator East- 
man would take up almost immediately, was that of allowances 
by railroads to shippers for the performance of transportation 
service, at terminals. The Commission, through the Bureau of 
Service, has that subject under consideration. That subject, 
the coordinator said in his announcement, would be dealt with 
chiefly through the Commission’s Bureau of Service. However, 
for the purpose of making recommendations or orders that 
would result in savings for the railroads in the near future, the 
thought was that that subject would receive early treatment. 
Allowances to shippers for the performance of terminal or ac- 
cessorial services constitute a comparatively heavy drain upon 
the revenues of carriers, hence the possibility of economies in 
that direction in a relatively short time, if the competition 
among carriers for tonnage can be curbed, competition here- 
tofore having been a large stumbling block. 

The coordinator has announced several changes, additions 
and corrections in his grouping of carriers into eastern, south- 
ern and western groups. The Cambria & Indiana has been 
eliminated from a note including it in the New York Central 
system and recorded as an independent Class I steam railroad 
in the eastern group. 


Eastman Talks to Railroads 


Coordinator Eastman, addressing the members of the rail- 
road regional coordinating committees July 14 at his first con- 
ference with them, said the coordinator act had two main pur- 
poses—to explore ways of improving net earnings by avoiding 
wastes and preventable expenses and to submit recommenda- 
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tions for permanent transportation legislation. He said the 
latter was of even more importance than the first. “Some have 
looked upon this search for waste and preventable expense as 
merely a project for limiting and curtailing service,” said he. 
“If I thought of it as that I would not be for it.” The objective, 
he said, should be better service shaped to meet present day 
conditions. 

As to reductions in labor, he pointed out the limitations 
in the act, but said perhaps that was just as well, for the 
great immediate need of the country was an increase in the 
employment and purchasing power of its people and no one 
wished to run the risk of checking the upward trend which 
seemed under way. “In the long run,” he believed, however, 
it was essential that the railroads be operated with maximum 
economy and that the search for savings, even if their realiza- 
tion were postponed, would justify itself. 

“The economic depression has been a great factor in re- 
cent railroad troubles but the disturbing conditions that most 
threaten the transportation future are the product of the 
rapidly developing competition from new and_ unregulated 
sources,” said he, adding that the ideal would include effective 
government regulation of all transport agencies and reasonable 
stability in rates and charges. Railroad reorganizations, he 
pointed out, were within the jurisdiction of the Commission. 


The coordinator devoted a considerable part of his talk to 
railroad salaries. He said he realized that, in dollars and cents, 
they were an insignificant item compared to the sum total of 
rail expenses, but it had a psychological importance which much 
exceeded its money significance. He said the railroads had been 
paying to various chief executives and to some others “salaries 
which I believe that the people of the country quite generally 
regard as excessive and unjustified.’ In view of depression 
conditions, he asked the executives to consider whether salaries 
had been reduced enough, “and what I am talking about are the 
salaries at or near the top.” He said he was not trying to “bully- 
rag” the executives or appealing to the galleries. He asked 
the executives to see if they could bring about a reasonable 
adjustment of salaries. 


Roosevelt Transport Committee 


Expansion of the committee headed by Secretary Roper, 
of the Department of Commerce, that prepared the Roosevelt 
emergency transportation bill, has been approved by President 
Roosevelt. The committee is to study the transportation sit- 
uation with a view to advising the President in connection 
with proposals for legislation at the next session of Congress. 

Under section 13 of the Roosevelt act it is made the duty 
of the coordinator to make a study of the transportation sit- 
uation and to make recommendations for legislation. These 
recommendations will be submitted to the Commission and 
that body will transmit such recommendations, together with 
its comments thereon, to the President and Congress. 

The responsibility for making an investigation and rec- 
ommendations is definitely placed by the act on the coordi- 
nator and it is understood that the President’s committee will 
cooperate with the coordinator though the latter will submit 
his own recommendations. The coondinator’s recommenda- 
tions will go to Congress via the Commission. It is possible 
that the President may himself submit additional recommen- 
dations or he may indicate approval of the coordinator’s rec- 
ommendations. 

Coordinator Eastman is a member of the President’s com- 
mittee as he was a member of the committee that drafted the 
emergency bill sent to Congress by the President. In addi- 
tion to Secretary Roper, the secretaries of war and agricul- 
ture, and the Attorney General, are members of the committee. 
Assistant Secretary of Commerce Dickinson will assist the Sec- 
retary of Commerce; Major General Ashburn, of the Inland 
Waterways Corporation, the Secretary of War; the Attorney 
General will be assisted by a member of his staff conversant 
with interstate commerce law, and the Secretary of Agricul- 
ture by probably the chief of the Bureau of Agricultural Eco- 
nomics. Commissioner McManamy will represent the Com- 
mission on the committee. Chairman Jones, of the Recon- 
struction Finance Corporation, and Adolph A. Berle, special 
adviser to the directors of the R. F. C., will participate in the 
committee’s activities. The other members of the committee 
are Chairmen Dill and Rayburn, of the Senate and House in- 
terstate commerce committees, and Dr. Walter M. W. Splawn, 
special counsel to the House committee on interstate and for- 
eign commerce, each of whom was a member of the original 
Roosevelt committee. 

The President’s committee, it is explained, probably will 
draft an administration transportation bill. In drafting such 
a measure, it is pointed out, it may make use of the conclu- 
sions of the coordinator, the Commission, and of conclusions 
it may reach itself. As has been pointed out heretofore the 
President in his message transmitting the so-called emergency 
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bill to Congress indicated that his purpose was to submit to 
Congress at the next session a comprehensive plan for perma- 
nent legislation. (See Traffic World, June 24, p. 1263.) 

Mr. Berle conferred with Coordinator Eastman July 10. 


N. I. T. L. COORDINATING COMMITTEES 


Three regional committees have been appointed by the 
National Industrial Traffic League to contact and cooperate 
with the federal coordinator and his staff and with regional 
railroad coordinating committees. One committee has been 
appointed for each of the major districts into which the coun- 
try has been divided. The eastern committee is as follows: P. M. 
Ripley (chairman), traffic manager, American Sugar Refining 
Company, New York; W. P. Libby, traffic manager, Plymouth 
Cordage Company, North Plymouth, Mass.; H. E. Graham, as- 
sistant to president and general traffic manager, Jones and 
Laughlin Steel Corporation, Pittsburgh; C. R. Scharff, traffic 
director, Chevrolet Motor Company, Detroit. 

The western committee is composed of R. O’Hara (chair- 
man), manager of the transportation department, Swift and 
Company, Chicago; Martin F. Smith, secretary, Southern, Min- 
nesota Mills, Minneapolis; J. W. Bingham, traffic manager, Corn 
Products Refining Company, Chicago; F. A. Leffingwell, secre- 
tary-treasurer, Southwestern Industrial Traffic League, Dallas, 
and I. F. Lyons, traffic director, California Packing Corpora- 
tino, San Francisco. 

M. M. Emmert, traffic manager, Coca-Cola Company, Atlanta, 
and R. C. Fulbright, Washington, D. C., constitute the southern 
committee. Mr. Emmert is chairman. 

A definite program of operation will be agreed upon when 
the federal coordinator, Commissioner Eastman, has selected 
his staff and announced his plans of operation, according to the 
league announcement, 


SOUTHERN COORDINATING COMMITTEE 

At a meeting of the presidents of the Southern railroads, 
July 6, the five members of the coordinating committee for the 
southern distirct were elected. It was the last to be appointed 
of the three territorial committees called for by the emergency 
railroad act. The members are: W. R. Cole, president of 
the Louisville and Nashville; L. A. Downs, president of the 
Illinois Central; George B. Elliott, president of the Atlantic 
Coast Line; Fairfax Harrison, president of the Southern Rail- 
way, and L. R. Powell, Jr., receiver of the Seaboard Air Line. 





IRON AND STEEL COMMITTEE 

The Pittsburgh District Independent Steel Traffic Associa- 
tion has appointed the following committee to confer with and 
contact the coordinator of railroads should there be necessity or 
occasion for such action: J. D. Connally, traffic manager, Mesta 
Machine Company; Chas. Donley, traffic counselor; H. N. Hol- 
dren, traffic manager, Pittsburgh-Des Moines Steel Co.; L. G. 
Hultz, traffic manager, United Engineering & Foundry Co.; 
A. R. Kennedy, traffic manager, Pittsburgh Steel Company; M. D. 
Perry, traffic manager, Pittsburgh Screw & Bolt Co.; M. C. 
Richards, traffic manager, Spang Chalfant, Inc. The association 
represents about forty manufacturers of iron and steel having 
plants in the Pittsburgh district. 





FARLEY AND RAIL SITUATION 


Postmaster General Farley believes that the Roosevelt 
coordinator legislation already has proved beneficial to the rail- 
roads though details of coordination had not been specified and 
er Eastman had not made known anything along that 
ine. 

“The intolerable railroad situation, resulting in deficits and 
federal receiverships,” said the Postmaster General in an address 
at Greensboro, N. C., last week, “has been relieved by a system 
of railroad control headed by a federal coordinator of trans- 
portation, and although not yet in full effect, has resulted in 
benefits to the transportation lines, many of which are showing 
net earnings against previous deficits.” 


EASTMAN GETS EMERGENCY REPORT 
The report of the emergency board appointed by the Presi- 
dent to inquire into the disputes between the Kansas City 
Southern and other southwestern lines and their employes has 
been referred by the President to Coordinator Eastman. The 
report was not made public. 


RAIL WAGE AGREEMENT 


The wage agreement entered into by the railroad manage- 
ments and representatives of the organized railroad employes, 
June 21, providing for maintenance of the existing wage agree- 
ment until June 30, 1934, has been approved by the member 
organizations of the Railway Labor Executives’ Association, ac- 
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Fast Economica 
pers and Di 


at New York 


Here manufacturers are offered every possible service that 
their own factory branch could furnish other than selling 
the merchandise. “Store Door” delivery service provides 
economical, efficient distribution. Carload shipments to 
and from terminal are handled without loading or unload- 
ing charges to the shipper. Double-decked terminal 1300 
feet long by 150 feet wide located within the free lighter- 
age limits affords unequaled facilities for the movement 
of inbound and outbound steamship freight. Storage, 
handling and insurance rates are the very minimum. 


ATLANTIC TIDEWATER TERMINALS 
George W. Green, Vice-Pres. & Gen. Mgr., 17 State Street 


— 7 


Boies oa se ai Tes ties 
at Buffalo, N. Y. 

Modern fireproof warehouses, located in the very heart of 
the wholesale and retail districts, provide for the hand- 
ling of all classes of merchandise in a most efficient man- 
ner. Capacity of 50 cars a day, all of which are worked 
under cover, insures against damage by the elements. 
Served by all railroads entering the city, Great Lakes 
steamers and New York Barge Canal lines. Special atten- 
tion is given to pool-car distribution. 


Keystone WarEHOUSE COMPANY 
W. J. Bishop, Gen. Supt., Seneea and Hamburg Streets 


at Norfolk. Va. 


At this great terminal property there is every modern de- 
vice for the rapid and economical handling of cargoes. 
There are three piers, each 1300 feet long, and four open- 
bulkhead berths. Eight warehouses provide 2,200,000 
square feet of floor space. They are served by depressed 
tracks and concrete drives. The receiving, delivering and 
classification yards have a capacity of 4000 cars. The prop- 
erty is served by Norfolk’s eight trunk-line railroads. 


NorFro.tk TipeEwATER TERMINALS 
J. A. Moore, Manager 
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at Boston 


Nine ocean-going cargo carriers can be berthed and 
worked simultaneously. Direct transfer of cargo—ship to 
rail. 360,000 square feet of covered wharf space. Modern 
concrete and steel buildings contain a half million feet 
of waterside storage space. Located on the line of the 
N. Y., N. H. & H. R. R., with efficient switching to the 
B. & A. and the B. & M. R. R. The strategic location 


makes it the ideal distributing point for merchandise con-, 


signed to the various sections of New England, the Middle 
West and Canadian points. Vessel operators, shippers, im- 
porters and exporters can increase the efficiency of their 
operations by utilizing our facilities. 


Boston TimewaTerR TERMINAL, INC. 
L. J. Coughlin, General Manager, 666 Summer Street 
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* * 
at Philadelphia 
Fifteen berths for ocean-going cargo carriers. A million 
square feet of waterside storage. Rail service for B. & O., 
P. R. R. and Reading Company to all points. Railroad 
tracks extend the entire length of all piers. Twenty-five- 
acre yard for the storage and distribution of lumber. New 
concrete and steel shed of 3,000,000 board feet capacity for 
the storage of kiln-dried and finished lumber. Every facil- 
ity for loading and unloading railroad cars and motor 
trucks under cover. 


PHILADELPHIA TIDEWATER TERMINAL 
George M. Richardson, General Manager and Treasurer 
10 Chestnut Street 





at Philadelphia 


2,100,000 square feet of excellent storage space in 11 mod- 
ern warehouses conveniently located throughout the city. 
Each property is served by one or more railroads, B. & O., 
P. R. R., Reading Company or Philadelphia Belt Line 
R. R. As the largest operators of warehouses in Phila- 
delphia, we are excellently equipped to furnish every 
kind of service incident to the handling of package freight 
on L. C. L. shipments. Liberal cash advances on stored 
goods. Lowest insurance rates. 


MercHants’ WareHouse CoMPANY 
Malcolm A. Buckey, Asst. Treasurer, 10 Chestnut Street 
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cording to advices received by Joseph B. Eastman, federal co- 
ordinator of railroads, who represented President Roosevelt in 
the recent conferences that resulted in the making of the 
agreement. This makes the action as to the agreement final. 
Under the agreement the present 10 per cent deduction from 
pay checks will be continued until June 30, 1934. The railroad 
managements, under the agreement, dropped their proposal for 
a reduction in the basic rates of 22% per cent, including the 
10 per cent deduction. 


REFUND OF RECAPTURE MONEY 
The Traffic World Washington Bureau 


“Investment” by railroads under protest in the recapture 
fund of the Commission has proved to be a profitable opera- 
tion for the railroads affected, in the view of government 
officials. 

The Treasury Department is now about ready to begin 
making refunds to carriers of money paid into the recapture 
fund, Congress having repealed the recapture provisions retro- 
actively in the Roosevelt transportation act. (See Traffic World, 
June 24, p. 1244.) The carriers will not only receive the prin- 
cipal amounts paid in but also an average “return” thereon of 
about 5 per cent a year because of the interest accruals on the 
government bonds in which the fund was invested and profit 
from the sale of the bonds. The bonds have been sold and 
the money is ready to be distributed when final O. K. has been 
put on the amount due each carrier. 

The Treasury has on hand $9,933,948.09 of the principal 
amount paid in for distribution and in addition $3,735,720.97, 
representing the earnings on the investment, making a total 
of $13,669,669.06 to be distributed. Slightly more than the 
principal of $9,933,948.09 now to be distributed was paid in but 
refunds for one reason or another already have been made to 
a few carriers, such as a refund of $800,000 to the Illinois 
Terminal. 

One official expressed the opinion that if all the carriers 
alleged to have been in the recapture class had paid in amounts 
estimated to be due under the recapture provisions they would 
now be “sitting pretty.” In that event, however, Congress might 
not have been so willing to repeal recapture and return the 
money, it is pointed out. It would have been quite a hurdle 
for Congress to repeal recapture if the Treasury had had a 
hundred million or more dollars in the recapture fund, accord- 
ing to the views of some. 

The exact amount each carrier will receive will be made 
known shortly by the Treasury. 

Some of the principal “beneficiaries” of the recapture refund 
are the Duluth, Missabe & Northern which paid in $5,808,256; 
the Bessemer & Lake Erie, which paid in $442,270; the Chi- 
cago & Illinois Midland, which paid in $199,219; the Cornwall 
Railroad which paid in $177,091; the Detroit, Toledo & Ironton, 
which paid in $239,461; the Genesee & Wyoming, which paid in 
$486,107; the Ironton, which paid is $574,639; the Philadelphia, 
Bethlehem & New England, which paid in $152,191; the Port 
Huron & Detroit, which paid in $195,000; the Richmond, Fred- 
ericksburg & Potomac, which paid in $194,919, and the Unity 
Railways Co., which paid in $141,849. 

By an order made public July 13 the Commission vacated 
final recapture orders entered as to twenty roads, dismissed 
those proceedings and all other proceedings pending before the 
Commission for the recovery of excess income. The order 
pointed out that the action was taken by reason of repeal of 
the recapture provisions of old section 15a of the interstate 
commerce act. 

The roads as to which final orders were vacated were: Rich- 
mond, Fredericksburg & Potomac; Wyandotte Terminal; Tucker- 
ton Railroad; R. J. Darnell, lessee of Batesville Southwestern; 
Central Ry. Co. of Arkansas; Oil Fields Short Line Railroad; 
Lake Terminal Railroad; Hannibal Connecting; Jonesboro, Lake 
City & Eastern; Prescott & Northwestern; Indiana Northern; 
Blytheville, Leachville & Arkansas Southern; Washington Run; 
Illinois Terminal; Ironton; Brimstone Railroad & Canal; Utah 
Railway; St. Joseph Belt; Nevada Northern, and Roscoe, Snyder 
and Racific. 


RAILROAD EMPLOYMENT INCREASE 


Twenty thousand employes were added to the payrolls of 
Class I steam railroads, exclusive of switching and terminal 
companies, in June, according to the monthly statement com- 
piled from carrier reports by the Bureau of Statistics of the 
Commission. The total as of the middle of June was 957,330 as 
compared with 937,103 the middle of May. 

Under the Roosevelt emergency railroad transportation act 
the federal coordinator of transportation and the regional rail- 
road committees are forbidden to put into effect economies that 
will have the effect of reducing railroad employment below the 
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May level, after deducting the number removed from the pay. 
rolls after June 16, the effective date of the act, by reason of 
death, normal retirements, or resignation, but not more in any 
one year than 5 per centum of said number in service during 
May, 1933. 

The increase of approximately 20,000 in railroad employ. 
ment in June as compared with May, therefore, gives the co. 
ordinator and the regional committees some leeway with re 
spect to effecting economies that will reduce the number of 
employes. Because of the increase in the volume of traffic in 
June and the early part of July the employment figures for July 
will no doubt show an increase over June. 

In the transportation train and engine service in June 
there was an increase in the number of employes of 1.39 per 
cent as compared with June last year. Employes in this class 
totaled 194,431 in June. In all other classes of service decreases 
as-compared with June last year, however, were shown, though 
not as great as heretofore. 

What may turn out to be the low figure for railroad employ. 
ment as the result of the depression is that of 919,881 for March 
this year. Employment increased to 925,480 in April, and then 
to 937,103 in May. 

The June employment figure of 957,330 represented a de. 
crease of 7.15 per cent as compared with the June employment 
last year. The June, 1932, employment figure of 1,031,014 rep. 
resented a decrease of 20.61 per cent as compared with June, 
1931. 

Executives, officials and staff assistants of Class I roads the 
middle of June numbered 12,157, a decrease of 8.87 per cent 
compared with June, 1932. 

Professional, clerical and general employes numbered 
160,791, a decrease of 11.18 per cent as compared with June 
last year. 

Maintenance of way and structures employes totaled 204,457, 
a decrease of 11.57 per cent as compared with June last year. 

Maintenance of equipment and stores employes totaled 
251,092, a decrease of 6.79 per cent compared with June last 
year. 

Transportation employes, other than train, engine and yard, 
totaled 122,628, a decrease of 6.43 per cent compared with June 
last year. 

Transportation employes (yardmasters, switch tenders and 
hostlers) totaled 11,774, a decrease of 11.09 per cent compared 
with June last year. 

The trend of railroad employment (Class I roads, exclusive 
of switching and terminal companies) from June, 1932, and the 
percentage decrease for each month as compared with the same 
month of the preceding year, is shown in the following: 









1933 
DN = sala weak wk acer O ae oe cane ane eee eee 937,103 12.02 
OS ee oer 925,480 13.46 
re rere ce 919,881 14.7 
February 941,544 12.47 
January 946,005 13.29 
NOE esis caubbaps woeduradsaewnssece.cancen 976,825 12.46 
EE ETT OE CT eee 996,746 13.38 
MI, .2.5:5 0eigin wai we bias Riwlece ade a Ras Mawaiedl 1,016,951 15.78 
September 994,630 19.49 
CO er rrr errr -» 980,627 22.73 
ME Scisadeawennnaue nas . 1,005,929 22.08 
MED. Chick weds Garednp heen aes nese ee eeaewneen 1,031,014 20.61 


PRAISE FOR RAILROAD PROGRAM 


“I cannot close without paying a tribute to the vision, the 
ability and the courage of our railroad executives,” said A. W. 
Vogtle, manager traffic and sales, De Bardeleben Coal Corpora- 
tion, Birmingham, Ala., on the occasion of a recent appearance 
before the Southern Coal and Coke Committee, in Chicago. 

“The unhappy experiences of the past three years have re- 
vealed the soundness of the railroad program, which contem- 
plated in general the maintenance of profitable freight rates, 
the payment of decent wages, and a fair price for the products 
purchased. 

Their constructive policy stands out now as the only wise 
leadership of the depression period. 

“In sharp contrast, our bankers, our business leaders and 
our industrial heads could not have deliberately adopted any 
plan more effective in contributing to the gruelling pressure 
of deflation than by the policy pursued of price cutting, wage 
reduction, and profitless sales. 

“The railroad policy is the exact program now adopted by 
President Roosevelt to lead business and industry out of the 
depths. The declared objective of the administration is to 
advance commodity prices, and undoubtedly such higher prices 
should in due course be well in line with the basis now re- 
flected by the freight rate structure. 

“There is a growing appreciation of these efforts of our 
railroad leaders and a more intelligent understanding on the 
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part of the public as to the vital place the railroads occupy in 
every scheme of business recovery, and I think there is now 
little popular sympathy with the application pending in Wash- 
ington for reduction of freight rates as a whole.” 


PRESIDENT AND “HOT” OIL 


The Traffic World Washington Bureau 


President Roosevelt July 12 issued a proclamation, by virtue 
of the authority vested in him by the national industrial re- 
covery act, in which he said the “transportation in interstate 
and foreign commerce of petroleum and the products thereof 
produced or withdrawn from storage in excess of the amount 
permitted to be produced or withdrawn from storage by any 
state law or valid regulation or order prescribed thereunder, by 
any board, commission, officer, or other duly authorized agency 
of a state, is hereby prohibited.” 

The President is authorized to prescribe rules and regula- 
tions aS May be necessary to carry out the purposes of the 
recovery act and any violation of any rule or regulation is 
punishable by a fine not exceeding $500 or imprisonment for not 
more than six months or both. 

It was the understanding, when the proclamation was issued, 
that rules for the determination of what was illegally pro- 
duced or illegally withdrawn from storage oil would be issued 
in a short time for the guidance of common carriers. Without 
such rules for their guidance, it was believed, they would be 
unable to guard themselves against the penalties prescribed by 
the law which was brought into operation by the issuance of 
the presidential proclamation. The National Recovery Adminis- 
tration was expected to issue the rules for the guidance of 
carriers. 

Issuance of such prohibition was requested by the Inde- 
pendent Petroleum Association of America and petroleum or- 
ganizations in Texas and Oklahoma. The request of the Inde- 
pendent Petroleum Association of America represented that in 
the east Texas field alone production was from 200,000 to 
400,000 barrels a day greater than allowed under the orders of 
the Texas railroad commission. Production in Oklahoma was 
also represented as being in excess of the laws of that state. 

Requests that the President prohibit the transportation of 
petroleum produced or withdrawn from storage in excess of 
the amounts allowed under the statutes and orders of oil pro- 
ducing states were presented to General Hugh §S. Johnson, 
national recovery administrator, because up to this time that 
organization has been handling everything pertaining to the 
regulation of the petroleum industry. 


FREIGHT RATE REDUCTION 


The Traffic World Washington Bureau 


R. C. Fyfe, chairman of the western classification commit- 
tee, has written a letter to George M. Crosland, chief of the 
Commission’s tariff section, with regard to criticisms, so-called, 
Which Mr. Fyfe made in his testimony in No. 2600 and about 
which Mr. Crosland wrote to Mr. Fyfe. (See Traffic World, 
June 24, page 1251.) 

According to Mr. Fyfe, a number of Mr. Crosland’s criticisms 
were based upon inaccuracies in the stenographic report of what 
he said. For instance, the stenographic report represents Mr. 
Fyfe as saying: 

“In other words, the man comes in and states, ‘you have not 
got a carload rate on bottles; we have got to have it, beer is 
coming back.’ 

“Well, what is the result? I get in touch with Southern 
Pacific; we incorporate that in sixth section application. One 
order may be for six million bottles, from Anheuser Bush, and 
a couple of thousand molds. The molds all went by truck.” 

According to Mr. Fyfe, what he actually said was: 

“In other words, the man comes in and says, ‘You have no 
carload rate on bottle molds. We have got to have a carload 
rating, beer is coming back.’ 

“Well, what is the result? I get in touch with the southern 
and official committees. We incorporate rating in sixth section 
application. One order, for twenty-nine million bottles for 
Anheuser Bush, required 20,000 pounds of molds.” 

After pointing out considerations, which, in his view, war- 
= him in making sixth section applications brief, Mr. Fyfe 
said: 


We did not intend to create the impression with the Commission 
that there was delay in handling sixth section applications, as such 
1S not the case. The desire was to impress upon the Commission 
that times and conditions in railroad transportation have changed. 
When the shippers come to the classification committees and submit 
evidence of the necessity for a cHange in rating, or rules of packing, 
Which, in the judgment of the committees, should be made and can 
be handled without even a public hearing, if they are reductions it 
should not require thirty days’ filing and posting, which means 
effective forty-five days from date of publication. Such delays often 
mean loss of substantial traffic to trucks. 
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Now, again referring to our application No. 102, we might have 
written half a page of explanation or more on each item burdening 
the Commission with work of reading pages upon pages of matter, 
which we believe in these days of economy should, if possible, be 
avoided and costs kept at a minimum, but let us just consider a 
few of the items. On the beetle traps we stated ‘‘Agricultural depart- 
ment pushing for ratings, traffic ready to move.’ This statement, in 
our opinion, fully waranted granting application. 


After reviewing a number of the applications to which Mr. 
Crosland had referred, Mr. Fyfe said: 


Our difficulties may be with the law, but we feel that changes in 
classification, which are reductions and being made generally through- 
out the country, should not require thirty days’ posting, which means 
forty-five days to insure proper compliance with the act. Anything 
the Commission can do to assist the classification committees to 
make changes promptly, which are in the interest of the public and 
do not increase shippers’ costs, will assist carriers in holding traffic 
to the rails and will meet with approval of the shipping public. 


ANTHRACITE TO NEW ENGLAND 


Railroads serving anthracite mines in Pennsylvania, by Cur- 
lett, their publishing agent, have asked sixth section permis- 
sion to publish reduced rates on anthracite to points in New 
York east of the Hudson, including points on Long Island and 
New England on ten days’ notice. The cuts are in accordance 
with suggestions that have heretofore been made by carrier 
executives. The cuts are made with a view to increasing ton- 
nage. 

In support of the application Agent Curlett asserts that 
Pennsylvania anthracite, despite inroads of competitive domestic 
fuels, and more particularly foreign anthracite, is the desired 
fuel in the affected territory. The proposed rates, he asserts, are 
designed to assist in a reduction to the consumer in the cost of 
the favored fuel. Early establishment of the rates, it is asserted, 
will step up production at the mines, creating much needed mine 
and railroad employment, increased purchasing power and is in 
line with the general national recovery plan. 

It is declared that the movement of an increased volume of 
anthracite to the affected territory, if general railroad traffic con- 
tinues to improve, will tend to prevent possible car shortage in 
the fall and winter months, 

Reductions are made in all sizes, the rates on pea and 
smaller sizes being held as maximum at points outside of the 
area to which they are proposed. The following shows typical 
present and proposed rates on prepared sizes, rates being in 
cents a gross ton: 


Proposed 
DO, TI, bon 6. 660006000000 s000080eserveses $3.65 
TE, I, on 6806 essa derrcccsasewieescess 3.88 
Long Island City, N. Y. 3.10 
New Haven, Comm. ..ccccccccscccccccccccsccece 3.30 
Portland, Me. cccccocccccccccecccvecvcevcevessoce 4.00 
Providence, R. L. ..cccccccvccee 3.55 
Wee, Ti. We 60000000000 s00rveseescesseeeeeese eo 





Berlin, N. H. 


COAL CONTESTS TO BE REVIVED 

Renewal of coal controversies between operators in the 
northern bituminous fields and in the southern fields covering 
east and westbound rail rates and rates to the lower lake ports 
for transshipment and to tidewater for transshipment is be- 
lieved to be indicated at an early day by reason of the organ- 
ization among a number of operators in the northern fields of 
Central Coal Associates. The organization igs not completed. 
Meetings have been held in Washington. 

Two objects are avowed by the movers in the organization. 
They are to cooperate with the government in the formulation 
of a code under the national recovery law designed to raise 
wages of miners in the southern fields; and to obtain, through 
the Interstate Commerce Commission, adjustments in freight 
rates covering the traffic mentioned, which, in the view of 
those creating the new organization, will remove unjust dis- 
crimination against the northern fields in Pennsylvania, Ohio, 
Maryland and northern West Virginia, and the undue preference 
they believe exists in favor of producers in southern West Vir- 
ginia, eastern Kentucky and Virginia. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 1 totaled 
634,074 cars, according to the car service division of the Amer- 
ican Railway Association. 

This was an increase of 29,406 cars above the preceding 
week, and an increase of 145,793 cars above the same week in 
1932 but a decrease of 33,556 cars under the same week in 1931.. 
In making comparisons with the same week in 1931, considera- 
tion must be given to the fact that week contained a holiday. 

Loading of all commodities except live stock the week ended 
July 1 increased over the preceding week this year. All com- 
modities reported increases over the same week in 1932, 

Miscellaneous freight loading for the week ended July 1 
totaled 236,201 cars, an increase of 4,235 cars above the preced- 
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ing week, and an increase of 53,805 cars above the correspond- 


ing week in 1932, but a decrease of 20,363 cars under the same 
week in 1931. 

Loading of merchandise less than carload lot freight totaled 
171,362 cars, an increase of 1,460 cars above the preceding week, 
and 331 cars above the corresponding week last year but 17,025 
cars under the same week two years ago. 

Grain and grain products loading totaled 46,123 cars, an 
increase of 7,782 cars above the preceding week, and 15,516 
cars above the corresponding week last year, but 1,552 cars 
below the same week in 1931. In the western districts alone, 
grain and grain products loading for the week ended July 1 
totaled 32,401 cars, an increase of 11,540 cars above the same 
week last year. 

Forest products loading totaled 28,119 cars, 386 cars above 
the preceding week, 12,702 cars above the same week in 1932 
and 3,337 cars above the corresponding week in 1931. 

Ore loading amounted to 17,413 cars, an increase of 3,881 
cars above the week before, and an increase of 12,310 cars above 
the corresponding week in 1932, but 12,506 cars below the same 
week in 1931. 

Coal loading amounted to 112,302 cars, an increase of 10,287 
cars above the preceding week, 45,269 cars above the corre- 
sponding week in 1932, and 11,363 cars above the same week in 
1931. 

Coke loading amounted to 7,190 cars, 1,544 cars above the 
preceding week, 4,153 cars above the same week last year, and 
2,614 cars above the same week two years ago. 

Live stock loading amounted to 15,364 cars, a decrease of 
169 cars below the preceding week, but an increase of 1,707 
cars above the same week last year and 576 cars above the 
same week two years ago. In the western districts alone, load- 
ing of live stock for the week ended on July 1 totaled 11,682 
cars, an increase of 1,491 cars compared with the same week 
last year. 

All districts reported increases in the total loading of all 
commodities compared with the same week in 1932. The East- 
ern, Allegheny and Pocahontas districts reported increases over 
the same week in 1931, but the Southern, Northwestern, Central 
Western and Southwestern reported decreases. 

Revenue freight loading by districts the week ended July 1 
and for the corresponding period of 1932 was reported as follows: 
Grain and grain products, 6,283 and 4,905; live 
26.663 and 15,244; coke, 2,284 and 1,051; 


1,493 and 569; merchandise, L. 
total, 1933, 


Eastern district: 
stock, 1,558 and 1,536; coal, 
forest products, 1,540 and 1,283; ore, 
Cc. L., 47,720 and 45,821; miscellaneous, 58,903 and 41,338; 
146,444; 1932, 111,747; 1931, 145,984. 

Allegheny district: Grain and grain products, 2,839 and 2,371; 
live stock, 1,034 and 1,081; coal, 30,036 and 17,529; coke, 2,795 and 972; 
forest products, 1,327 and 759; ore, 3,170 and 899; merchandise, L. C. 
L., 34,603 and 33,738; miscellaneous, 53,596 and 36,010; total, 1933, 
129,400; 1932, 93,339; 1931, 129,062. 

Pocahontas district: Grain and grain products, 358 and 240; live 
stock, 139 and 100; coal, 33,336 and 18,699; coke, 283 and 131; forest 
products, 711 and 419; ore, 57 and 23; merchandise, L. C. L., 5,221 
and 4,796; miscellaneous, 5,444 and 4,163; total, 1933, 45,549: 1932, 


28,571; 1931, 41,146. 

Southern district: Grain and grain products, 4,242 and 2,230; 
live stock, 951 and 749; coal, 13,683 and 8,895; coke, 536 and 171, a 
est products, 8,883 and 4,949; ore, 578 and 96; merchandise, Es. c. 
28,847 and 28, 307; miscellaneous, 33,942 and 26 915; total, 1933, 91 “6632 
1932, 72,312; 1931, 93,111. 

Northwestern district: Grain and grain products, 11,698 and 4,851; 
live stock, 4,379 and 3,290; coal, 2,933 and 2,374; coke, 1,076 and 526; 
forest products, 7,190 and 3,895; ore, 10,960 and 2,786; merchandise, 
L. C. L., 19,703 and 21,310; miscellaneous, 24,532 and 23,297; total, 
1933, 82,471; 1932, 62,329; 1931, 90,684. 

Central Western district: Grain and grain products, 15,238 and 
11,279; live stock, 5,818 and 5,200; coal, 3,472 and 2,776; coke, 110 and 
109; forest products, 4,918 and 2602; ore, 929 and 5733 merchandise, 

C. L., 23,008 and 24,246; miscellanevus, 32,840 and 32,632; total, 
1938 86,333; 1932, 79,417; 1931, 111,528. 

Southwestern district: Grain and grain products, 5,465 and 4,731; 
live stock, 1,485 and 1,701; coal, 2,179 and 1,516; coke, 106 and 77; 
forest products, 3,550 and 1,510; ore, 226 and 157; merchandise, L. 
C. L., 12,260 and 12, 813; miscellaneous, 26,944 and 18, 041; total, 1933, 
52, 215; 1932, 40,546; 1931, 56,115. 

Total, all roads: Grain and grain products, 46,123 and 30,607; 
live stock, 15,364 and 13,657; coal, 112,302 and 67,033; coke, 7,190 and 
3,037; forest om, 28,119 and 15,417; ore, 17,413 and 5,103; mer- 
chandise, L. C. L., 1,362 and 171,031; miscellaneous, 236,201 and 
182,396; total, 1933, 634. 074; 1932, 488, 381; 1931, 667,630. 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 


1931 
Four weeks in January 
Four weeks in February 
Four weeks in 
Five weeks i 
Four weeks i 
Four weeks 
Week ended uly 1 634,074 


13,241,718 


2,991,950 
667,630 


19,020,485 


488, 281 
14,107,820 


CHANGES IN DOCKET 


Further hearing in No. 17208, Oklahoma Sash & Door Co., et al. 
vi. A. kT. @2 8. F. Ry oe ai. (for purpose of receiving proot as to 
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shipments made, the paying and bearing of the charges thereon, anj 
for purpose of determining the amount of re paration due to Stand. 
ard Roofing & Material Co. under the findings in that case), assigneg 
for July 13, at anew Ill., before Examiner Trezise, was canceled 

Argument in I. 3840, Coal to Chicago switching district, as. 
signed for July 13, 2 Waaatesen, D. C., was canceled. 

Hearing in |. and S. 3881, and ist supplemental order, Grain anj 
grain products from II. and Mo. to south, assigned for July 
at St. Louis, Mo., before Examiner Hagerty, has been canceled, 


TELEGRAPH AND CABLE FIGURES 

Thirteen telegraph «and cable companies reporting to the 
Commission had 2,336,976 miles of wire in service at the end 
of 1932, according to selected financial and operating data for 
that year compiled by the Bureau of Statistics of the Com. 
mission. 

Investment in plant and equipment aggregated $465,639. 
421, and other investments, $22,417,185. Cash totaled $8,561,188, 

Operating revenues totaled $110,302,414, and operating ex. 
penses, $99,141,519. Operating income amounted to $46,167,613, 
The aggregate net income showed a deficit of $3,123,276. Divi- 
dends declared totaled $2,460,782. 

Tax accruals amounted to $4,278,596. The companies had 
capital stock of $142,298,970; unmatured funded debt, $107,955. 
000; accrued depreciation, $83,281,447, and total corporate sur. 
plus of $99,288,160. 

Revenue messages transmitted totaled 126,915,907. The 
average number of employes as of June 30, 1932, was 65,116. 

The Wetsern Union Telegraph Co. headed the list with 
1,899,174 miles of wire in service and investment in plant and 
equipment of $326,547,318, and with other investments of $17, 
540,662. Its unmatured funded debt was $107,905,000, making 
up virtually all the funded debt reported for all companies. The 
Interstate Telephone & Telegraph Co. (Oregon) leased to the 
Postal Telegraph Co., reported the remainder of $50,000 of un- 
matured funded debt. 

Operating revenues of the Western Union totaled $83,013, 
712; operating expenses, $73,066,928; tax accruals, $3,478,000; 
operating income, $6,095,222. A deficit in net income of $830, 
605 was reported. Western Union dividends declared totaled 
$1,045,026. Estimated revenue messages transmitted totaled 
90,507,600. The number of employes was 48,338. 

The Mackay Companies (Postal), with 382,223 miles of wire 
in service, and investment in plant and equipment of $82,841,601, 
and other investments of $1,030,079, reported a deficit in operat- 
ing income of $735,153, and a deficit in net income of $3,268, 
835. Estimated revenue messages transmitted totaled $33,782, 
880. The number of employes was 14,735. 


REFRIGERATOR CAR POOL 


The General American Transportation Corporation has taken 
over the refrigerator car operations of the Missouri Kansas 
and Texas Railroad. In future, the entire refrigerator require- 
ments of the “Katy” will be supplied exclusively by the Gen- 
eral American. 

According to the announcement made by Lester N. Selig, 
president of the General American Transportation Corporation, 
this will add 3,188 miles to the General American’s refrigerator 
service, bringing the total territory served to 31,684 miles. 

General American now operates all the refrigerator cars 
of the Chicago Milwaukee St. Paul, Rock Island, Erie, Chicago 
Great Western, Soo Line, Minneapolis & St. Louis, and several 
other railroads. 

“This is another step in General American’s creation of a 
refrigerator car pool to service railroads in the middle west 
and southwest,” said Mr. Selig. “Such a pool always make 
available sufficient cars for every railroad’s peak refrigerator 
traffic which varies seasonally on different roads. Through 
specialization in the operation and repair of refrigerator cars 
mutual economies are effected.” 


REVENUE TRAFFIC STATISTICS 
Revenue a ton-mile of Class I steam railroads, excluding 


switching and terminal lines, in the four months ended with 
April averaged 9.98 mills for the United States as against 10.55 
mills in the corresponding period of 1932, according to revenue 
traffic statistics compiled by the Bureau of Statistics of the Com- 
mission. In April the average was 10.12 mills as against 10.90 
mills in April last year. 

Revenue a ton a road averaged $2.081 for the four months 
as against $2.163 in the 1932 period. For April the average was 
$2.198 as against $2.224 in April last year. 

Revenue a passenger mile in the four months averaged 2.212 
cents as against 2.442 cents in the 1932 period. In April it aver- 
aged 2.106 cents as against 2.369 cents in April last year. 

Revenue passengers carried in the four months totaled 13/,- 
876,000 as against 171,433,000 in the 1932 period, while in April 
the total was 33,880,000 as against 40,334 in April last year. 
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TRUCKERS ORGANIZE FOR CODE 


HE American Highway Freight Association was chosen as 

national representative of all operators of trucks for hire on 
the highways at a meeting in Chicago, July 11 and 12, of nearly 
250 delegates representing, it was stated, every important truck 
association in the forty-eight states. The meeting was called by 
the American Highway Freight Association and the Truck Asso- 
ciation Executives of America, following a three-day meeting 
which began in Chicago, June 24 (see Traffic World, July 1, p. 
24), and brought together representatives of highway transport 
operators, local cartage companies, and other branches of the 
huge trucking industry from every state in the Union. 

Creation of an organization capable of adequately repre- 
senting the for-hire trucking industry in the preparation and 
presentation of a code of fair practices under the industrial 
recovery act, administered by General Hugh Johnson, was the 
immediate purpose of the meeting. On the first day, represen- 
tatives of the two associations that issued the call had an op- 
portunity to present their case. To each association was al- 
lotted two hours for that purpose. Following that, a joint 
committee was appointed to bring in a recommendation as to 
the action to be taken. After hours of night work, that com- 
mittee brought in a resolution, July 12, recommending that the 
American Highway Freight Association, on condition of certain 
changes in its constitution and by-laws, be recognized as the 
national representative of the for-hire industry and that it be 
instructed to prepare a code of industry practices forthwith. 
The resolution was adopted by what approached a unanimous 
vote and officers of the designated association agreed to the 
changes in by-laws and constitution proposed. 


In accordance with a resolution adopted at the June 24 
meeting, a tentative code was read to the meeting and dis- 
cussed, though no action was taken on it, that being left for 
future action. In general, it provides for the detailed regulation 
of the for-hire trucking industry, covering not only such labor 
provisions as hours of service and employe wages, but ex- 
tending into a long list of “unfair practices,” highway transport 
rates, filing of tariffs, insurance, extensions of service, begin- 
ning of new services, etc. The prospect was presented of the 
industry, by agreement among its members, regulating itself 
as completely as though federal regulatory law had been passed. 
Provisions looking to such matters as filing of tariffs, adoption 
of uniform accounting methods, submission of reports and ex- 
tension of services were to be left to a “central committee” to 
be appointed under the code, with the idea that they could be 
worked out with existing federal bodies. Though the American 
Highway Freight Association has been committed to federal 
regulation of highway transportation, the opinion was expressed 
that the possibility of realization of such an objective through 
the industrial recovery act was decidedly uncertain. In that 
connection it was said it was likely that, before the necessary 
machinery could be set up under it, a federal highway regu- 
latory bill would have to be passed. 

Nevertheless, as one of the spokesmen expressed himself, 
“history is in the making,” so far as the highway transporta- 
tion industry is concerned. The meeting, without question, 
brought together the largest representation of the highway 
truckers, both in a geographical and investment sense, that had 
ever been in a single room. It was marked throughout by ap- 
parent earnestness of purpose and desire to reconcile the con- 
flicting interests of the many classes of haulers. 


The new and expanded American Highway Freight Asso- 
ciation resulting from the action taken. was said to have a 
greater membership than any other trade organization and to 
represent a larger total employment. It was estimated that 
there were in the neighborhood of 300,000 operators of trucks 
for hire, of all classes, and that their total employes numbered 
not less than a million and a half. 


One of the difficulties faced. in connection with framing a 
code governing practices and operations, it was pointed out, was 
the fact that there were approximately 2,000,000 trucks privately 
operated, in direct competition with the for-hire truck. Labor 
provisions set up for the for-hire operator necessarily must 
dovetail with provisions governing the operation of these pri- 
vately operated trucks, it was emphasized. 

In general, the machinery under which the code is to be 
formulated and administered, provides for the creation of eight 
regions, with each region writing a separate appendix to the 





general code, caring for territorial differences. Mentioned in 
connection with unfair practices to be outlawed by the code 
were rebates, gratuities, extra and unrelated services, exploita- 
tion of labor, excessive payments for loss and damage, extrava- 
gant credit extensions, and other matters. 

Charles E. Cotterill, general counsel of the American High- 
way Freight Association, was instructed to contact Washington 
authorities in an effort to coordinate such action as the associa- 
tion may take under the industrial recovery act and develop- 
ments under the railroad coordinator bill. Aside from the com- 
petitive rail and highway situation, it was pointed out, there 
were a substantial number of trucks, directly or indirectly, op- 
erated by the railroads. 

It was decided that the present officers and directors of the 
American Highway Freight Association should hold office until 
September 15. J. L. Keeshin, Chicago, is president of the organ- 
ization. It was further provided that each state should, in the 
meantime, elect an additional director and that a meeting for 
the election of new officers should be he!d between September 1 
and September 15. 

The resolution reported by the joint committee July 12 
was as follows: 


1. It is the sense of this meeting, composed of representatives 
from all over the country of the American Highway Freight Associa- 
tion and the Truck Executives Association of America, that the offi- 
cers of the American Highway Freight Association and the Truck 
Executives of America are hereby commended for their efforts in the 
formulating a code under the national industrial recovery act and 
in organizing the motor vehicle for hire industry to secure fair prac- 
tices within the industry, and for their efforts in securing protection 
against discriminatory legislation. 

2. It is the further sense of this meeting assembled that the 
American Highway Freight Association should change its constitu- 
tion and by-laws, and we hereby recommend such change, as to 
limit its membership to local and state motor vehicle associations. 
Each member of such local or state association who operates motor 
vehicles, ‘for teams,’’ for hire shall automatically become a member 
of the American Highway Freight Association. 

3. It is the further sense of this meeting that dues shall be paid 
by the local and state associations to the American Highway Freight 
Association on the basis of the number of motor vehicles or teams, 
for hire, operated by the members of said associations; the amount 
of these dues to be fixed by a committee to be appointed at this 
meeting, and to become effective on the application of an association 
for membership. It is recommended that all eligible associations 
should apply for membership immediately, as the administration is 
pressing for immediate action. 

4. It is the further sense of this meeting that the present officers 
of the American Highway Freight Association should continue in 
office, but, each state should hold an election as early as possible to 
elect a new director, who must be an operator for hire; a meeting 
to be held between the ist and 15th of September, at which time the 
directors shall elect officers. 

We do hereby recommend that a committee be appointed to 
draft such changes in the constitution and by-laws as may be found 
necessary under this reorganized association. 

It is the further recommendation of your committee that if the 
American Highway Freight Association will agree to these changes 
in the by-laws and constitution, this committee recommends that 
the American Highway Freight Association be recognized as the duly 
accredited organization for the preparation of a code for these en- 
gaged in freight carriage by motor vehicle, teams and drays, for 
hire, under the national industrial recovery act, and as the agency 
for the industry. 

The committee that drafted the resolution was composed 
of the following: Walter Beck, Texas; E. J. Buhner, Indiana; 
Frank B. Caughlin, Missouri; C. E. Cotterill, New York; H. C. 
Mims, South Carolina; C. S. Reynolds, Washington; F. C. 
Schmidt, Ohio, and C. O. Sherrill, Ohio, 

Speakers other than those named included Col. H. C. Kelt- 
ing, president of the Truck Association Executives of America; 
Tom Snyder, secretary of the same organization; Morris Lennon, 
legal advisor of the National Association of Motor Bus Operators; 
Congressman Edward A. Kelly, member of the House commit- 
tee on interstate commerce, from Illinois; W. W. Belson, secre- 
tary, Wisconsin Truck Association, and many others. 


MICHIGAN HIGHWAY FINANCE 


The Bureau of Public Roads of the Department of Agri- 
culture has made public in its magazine, “Public Roads,” the 
digest of a survey of the finances of Michigan in 1930 with 
special reference to highways, conducted by the Bureau and 
the University of Wisconsin. The survey is one of a series 
conducted by the bureau in cooperation with the university and 
state highway departments, involving expenditures for highway 
purposes and the incidence of taxes for these and other purposes, 

Motor vehicle fees and motor fuel taxes yielded $44,237,100, 
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according to the survey. Motor vehicle owners in the town- 
ships paid in license fees and gasoline taxes an average of $25.42; 
in places of 2,500 or fewer population, the average was $30.20; 
in places of 2,500 to 15,000, $30.62; in places of 15,000 to 75,000, 
$31.86; in places of 75,000 to 400,000, $32.03; in Detroit, $35.49. 

There were 1,378,214 motor vehicle of all types registered 
in Michigan in 1930 or one for every 3.5 persons. There was a 
passenger car for every 4.2 persons and a truck or bus for every 
22.8 persons. While the average fee a motor vehicle was $15.42, 
the fee for motor trucks and busses was $24.52, as compared 
with $13.77 for passenger cars. 

As to gasoline tax payments the survey revealed that the 
average for automobiles was $14.39, as against $22.96 for trucks 
and busses. Passenger automobiles paid 77.6 per cent of the 
total gasoline tax payments and trucks and busses, 22.4 per cent. 

The average payments in registration fees and gasoline 
taxes were: Passenger automobiles, $28.16; trucks and busses, 
$47.48. 

Owners of motor trucks and busses, which contributed 15.4 
per cent of the total registrations and contributed 17 per cent 
of the total travel of Michigan vehicles, paid 24.4 per cent of 
the registration fees and 22.4 per cent of the motor fuel taxes. 

The total expenditures, exclusive of principal payments on 
bonds and loans, by all units of government in Michigan in 1930 
were $417,899,500, of which $105,177,100, or 25.2 per cent, was 
expended for highways and streets. The total taxes imposed 
for street and highway purposes in the same year amounted to 
$111,853,900, exceeding the expenditures by $6,676,800. 

In a summary as to relations established between highway 
taxes, travel and expenditures, the bureau says: 


The total mileage of rural highways in Michigan in 1930 was 
85,080. The state highway system consisted of 7,691 miles, of which 
4,671 miles were federal-aid highways. The county highway system 
contained 17,175 miles, and the local township roads, 60,214 miles. 
No data are available on mileage of village and city streets. 

Expenditures on the state highway system in 1930, including 
portions within urban areas, were $33,225,000; on the county systems, 
including portions within urban areas, $28,185,300; on the township 
local roads, $6,264,400; on Detroit streets, $26,300,200; and on other 
streets, $11,202,200. Expenditures on all rural roads were $53,812,500; 
on all urban streets, $51,364,600. 

Of the total property taxes expended on all roads and streets, 
36.8 per cent was expended on county trunk highways, 8.7 per cent 
on local township roads, and 54.5 per cent on urban streets. 

Of the total motor-vehicle taxes and imposts expended on all 
roads and streets, 82.9 per cent was expended on the state trunk 
system, and 17.1 per cent was expended on the county trunk systems. 

Of the total of all taxes and imposts expended on all roads and 
streets, rural property and motor-vehicle owners paid 20.5 per cent, 
and travel by rural vehicles made up 20.6 per cent of the travel on 
all roads and streets; urban property and motor-vehicle owners paid 
79.5 per cent, and travel by urban vehicles made up 79.4 per cent 
of the total travel. 

Of the total expenditures on all roads and streets, 48.8 per cent 
was expended on urban streets, which carried 49.7 per cent of the 
total traffic in the state; 26.4 per cent was expended on rural state 
trunk highways, which carried 33.1 per cent of the traffic; 18.8 per 
cent was expended on rural county roads, which carried 12.2 per cent 
of the traffic; and 6 per cent was expended on local township roads, 
which carried 5 per cent of the traffic. 


TRUCKS AND RECOVERY ACT 


The opinion that the serious condition in which the trans- 
portation systems of the country now find themselves can never 
be wholly cured until irresponsible truck operation is ended and 
that some governmental cooperation will be necessary “if the 
battle is to be brought to a successful conclusion,” is expressed in 
a letter sent by the Illinois Motor Truck Operators’ Association 
to General Johnson, administrator for the national recovery 
administration. 

The association said a few of the measures that would be 
necessary if “true stability” was to be brought to the motor 
freight industry were: Maintenance of adequate wage levels and 
strict limitation on the hours of work by truck drivers; require- 
ment of adequate financial responsibility on the part of truck 
operators; establishment of uniform, published rate schedules 
under which all truck operators must work; limitation of motor 
freight hauling to a distance not to exceed 200 miles per day 
for one driver as a medium for public safety; fair tax to be 
properly distributed, and the proceeds used for the distinct pur- 
pose of maintaining public highways, local, state, and federal; 
and adequate insurance laws for protection of the public. 

Application of such a program, said the association, would 
obtain cooperation of the motor freight industry and of the 
railroads as well. Continuing, it said, in part: 


Legitimately operated trucking business is no threat to the rail- 
roads. Many railroads have found truck lines valuable supplements 
to their own transportation systems. The financial security of the 
railroads, and legitimate trucking interests is threatened by irre- 
sponsible truck operators. Because of the lack of adequate regula- 
tory legislation, these people are able to start out in the trucking 
business with little or no capital. , 

The cut-rates which they offer as bait to secure freight contracts, 
do not provide sufficient revenue to pay decent wages, carry ade- 
quate insurance, pay taxes, and establish financial responsibility. 
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Their profit comes, not from the transportation of freight, but from 
the sale of trucks to unwary individuals desirous of entering the 
trucking business. The ruinous rates at which these individuals are 
forced to carry freight soon drives them out of business, but in the 
meantime, the “company’’ has made a profit on the sale of the truck, 
which the finance company eventually has to replevin. 


‘ 

The association suggested that a conference of leading rail- 
road and motor freight executives be held under the auspices 
of the national recovery administration. 

Officials of the recovery administration said they had been 
waiting for presentation of a code on behalf of the motor trans- 
port industry and it was indicated that until that was done no 
action would be taken. 


DIVERSION OF MOTOR TAXES 


Opposition to use of money obtained by taxation of motor 
vehicles for other than highway purposes is producing results, 
according to Thomas P. Henry, president of the American 
Automobile Association. 

“The long fight to prevent raids by the legislatures on 
motor tax revenues earmarked for roads is now bearing fruit 
and there is every reason to believe that the practice can be 
entirely stamped out through concerted action by highway users 
everywhere,” said he. 

In a special state election in California, according to Mr. 
Henry, proposals whereby $17,000,000 of gasoline taxes would 
have been diverted into the state general fund were rejected, 
while in Illinois the district court of Sangamon county granted 
an injunction forbidding state officers paying out highway funds 
for purposes other than those of road construction and main- 
tenance, thus preventing a possible diversion of approximately 
$10,000,000 a year. Mr. Henry also thought it significant that 
New York City authorities had about given up the idea of 
attempting to recoup the city’s finances from a special muni- 
cipal registration fee and bridge tolls which it was estimated 
would cost the motorists of the metropolitan area more than 
$20,000,000 a year. 

“The Illinois court decision,” said Mr. Henry, “is an im- 
portant landmark in the battle against diversion. Under the 
Illinois law, the counties get one-third of the revenue from the 
state gasoline tax. The state legislature some time ago author- 
ized the counties to expend their share of the gasoline tax for 
direct relief of unemployment, for payment of interest and 
principal on borrowings for relief purposes, and for buying tax 
anticipation warrants. The court in effect held that the au- 
thority conferred on the counties by the state legislature to 
expend gasoline tax money for the above purposes was in con- 
flict with the state motor fuel tax law, amounted to an im- 
pairment of the obligation of contract, and for these reasons 
— a violation of the constitution of the state of 

nois.” 


GAIN IN JUNE MOTOR OUTPUT 


“That the recent improvement in the motor industry has 
exceeded expectations was disclosed Wednesday noon in a 
preliminary estimate released by the National Automobile Cham- 
ber of Commerce, placing the production of Chamber members 
for June at 195,178 units,” says a bulletin issued by the Na- 
tional Automobile Chamber of Commerce. 

“This was an increase of 104 per cent over the output of 
the same group of manufacturers for the corresponding month 
in 1932 and was a gain of 13.2 per cent over the production for 
May of this year. 

“On the basis of this estimate, chamber members, compris- 
ing all but one of the major producers in the industry, closed 
the first half with an aggregate output of 800,290 cars and 
trucks—a gain of 17.6 per cent over the first half last year. 
The Chamber estimate is based upon reports of factory ship- 
ments. Production of Chamber members is summarized below: 


June, 1933 
June, 1932 
May, 1933 
Six months—1933 
Six months—1932 


AUTOMOTIVE EXPORTS INCREASE 


United States exports of automotive products continued 
to show improvement in May, exceeding exports for the pre- 
ceding month and recording an increase for the third succes- 
sive month, according to the Commerce Department’s automo- 
tive division. 

Foreign shipment of all automotive products in May were 
valued at $7,728,002, the highest monthly export total recorded 
since May, 1932, when exports were valued at $8,445,580. April 
exports were valued at $7,647,212. 

The gain in exports in May was accounted for by im- 
proved shipments of miscellaneous automotive products which 
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increased in value to $4,015,707 from $3,711,919 in April. The 
total for the month was, however, below that of May a year 
ago when shipments were valued at $5,361,225. Outstanding 
gains were registered in shipments of engines, spark plugs, shock 
absorbers, marine engines and miscellaneous replacement parts. 

Exports of passenger cars numbered 5,025 in May valued at 
$2,488,220 compared with 3,512 units valued at $2,255,591 in 
the corresponding month of last year. May shipments were, 
however, below those for the preceding month when 5,633 units 
valued at $2,696,781 were sold abroad. 

Increased demand for cars in the lowest price class was 
responsible for the gain in value during May compared with 
that of last year, it was stated, as the three other price groups 
were reduced in both the number of units and value. The 
principal markets for American-made automobiles in May were 
the Union of South Africa, Belgium, Argentina, Denmark and 
the United Kingdom. 

Truck exports in May amounted to 2,432 units valued at 
$1,224,075 compared with 1,492 units valued at $828,764 in the 
corresponding month of last year and 2,652 units valued at 
$1,238,512 in April. Denmark, Australia and Argentina were 
the principal markets for trucks during May. 


IMPROVEMENT OF HIGHWAYS 

Highway improvement work under the federal public works 
program should begin immediately in Ohio, Massachusetts, New 
York and Utah to which states assignments of cash for high- 
ways have been made by the federal emergency administration 
of public works, according to a statement issued by the admin- 
istration, The amounts assigned follow: New York, $22,330,101; 
Massachusetts, $6,597,100; Ohio, $15,484,592, and Utah, $4,194,708. 


AUTOMOBILES TO PERSIA 


Under a decision of the Ministry of Commerce, no used 
motor vehicles or replacement parts may be imported into 
Persia, according to the Commerce Department from Trade 
Commissioner Ralph F. Chesbrough, Cairo, Egypt. 

All motor vehicles henceforth imported into the country 
must be accompanied by a certificate to the effect that they 
are new and have never before been used. 


GERMAN RAILWAYS HOUSE-TO-HOUSE SERVICE 

Further development of its house-to-house freight service 
is planned by the German State Railways which has just de- 
cided to place an order for 1,100 new trucks to expand the 
present service, according to a report from Vice Consul C. T. 
Zawadzki, Berlin, made public by the Commerce Department’s 
automotive division. 

It is expected that these trucks will be placed in service 
this year and that a larger number will be purchased in 1934. 
The trucks range in capacity from three to five tons. 


RAILS AND TRUCKS DIVIDE COAL CONTRACT 


Competition between rail and truck carriers for the 1933 
coal requirements of the St. Louis Board of Education was 
settled, July 8, by the opening of bids. The proposals approved 
provide for the transport of 19, 1,555 tons by rail from the Illinois 
mines, for $41,482.40, and 15,515 tons by truck, for $30,207.30. 
The freight charges are included in the totals. . 

In order to retrieve this traffic, rail carriers made a special 
rate of seventy-five cents a ton, cutting a rate of $1.11 a ton. 
The rates were quoted to the coal dealers, who based their bids 


on them. 


U. S. AIR LINES LEAD 


“The United States is fully two years ahead of European 
countries in development of aircraft for general air travel.” 

That is the opinion of Dr. Erich Schatzki, one of Europe’s 
outstanding aeronautical engineers who is in this country in- 
specting the general operation of United States air lines, their 
maintenance bases, and the new planes being placed in opera- 
tion along the nation’s airways. Dr. Schatzki made his state- 
ment after a thorough inspection of the huge maintenance base 
and operation headquarters of the major transcontinental air- 
ways. 
“It is true,” Dr. Schatzki continued, “that we have in Ger- 
many a plane which is faster than any of the planes you have 
in operation or under construction, but it is also true that it 
carries only half the load of some of your single motor planes 
which are nearly as fast.” 

The major air lines in the United States, Dr. Schatzki said, 
have a big advantage over the European lines because here it 
is possible to centralize control to a greater extent, making for 
a less costly as well as a more efficient operation. Most of the 
American lines have been able to locate their operations and 
maintenance headquarters mid-way of their transcontinental 
lines. There is no “mid-way” of many of the European lines 
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because they extend in all directions rather than in a direct 
east-west or north-south line. 

“European lines have not found the reliability in their 
motors that American lines have provided,” Dr. Schatzki said, 
“and for that reason European lines find it necessary to carry a 
100 per cent reserve of spare motors. If there are fifty motors 
in daily operation on any line, there are algo fifty motors held 
in reserve at the various repair depots.” 

Dr. Schatzki is decidedly in favor of the present American 
trend toward twin motor planes to supplant the tri-motor planes 
now in general use. 

“The twin-motor plane, I believe,” Dr. Schatzki said, “will 
develop greater safety as well as greater efficiency, for it will 
develop a much higher cruising speed with little or no increase 
in its landing speed.” 

Dr. Schatzki was formerly chief engineer of Luft Hansa, the 
gigantic German air system, and is now representing Swissair, 
of Zurich, Switzerland. 


PUBLIC WORKS ALLOTMENTS 


The Traffic World Washington Bureau 


Secretary Ickes, federal administrator of public works, June 
13 announced allotments from the federal public works fund to 
provide additional employment. The allotments’ included 
$210,008 for reconditioning of the Alaska Railroad; $200,000 for 
aviation experimental work of the National Aviation Commit- 
tee; $443,000 for the Bureau of Aeronautics of the Department 
of Commerce to improve airway facilities; $5,353,551 for the 
Bureau of Lighthouses for repairs, etc.; and $50,000,000 for 
roads and trails in forests, national parks, Indian reservations, 
and on the public domain. No allotments were announced for 
waterway projects, but it was said that action on them would 
be taken shortly. 


LICENSED AIRCRAFT AND PILOTS 


There were 17,958 pilots and 6,874 aircraft holding active 
Department of Commerce licenses on July 1, according to the 
aeronautics branch of the Department of Commerce. These 
totals, taken from a study completed by the branch, may be 
compared with those of July 1, 1932, when there were 18,069 
licensed pilots and 7,439 licensed aircraft. 

The total number of aircraft, licensed and unlicensed, of 
which the department had record on July 1, 1933, was 9,055, 
while this number on the same day of last year was 10,635. 
Unlicensed craft (bearing identification numbers only) totaled 
2,181 on the first of July, 1933. 

Among the 17,958 persons holding pilots’ licenses as of July 
1, 1933, there were 7,040 of the transport grade, 1,167 limited 
commercial, 22 industrial, 9,381 private, and 348 solo pilots. 
The licensed pilots included 573 women, whose licenses were 
divided as follows: Transport, 60; limited commercial, 36; indus- 
trial, 1; private, 456, and autogiro, 1. 

Leading the states in number of aircraft, licensed and 
unlicensed, was California with 972. New York was second 
with 925 and Pennsylvania third with 542. Considering licensed 
aircraft only, New York led with 826; California followed with 
807; and Pennsylvania was third with 460. The greatest num- 
ber of unlicensed aircraft was in California, where there were 
165; while Michigan had the next greatest number, 125; and 
Texas was third with 123. 

In number of licensed pilots, California led with 3,460; 
New York was second with 1,716 and Ohio third with 1,088. 


JUNE AIR PASSENGERS AT CHICAGO 


Air lines carried 6,927 passengers out of Chicago on reg- 
ular scheduled trips in June, the highest figure in the history 
of the airport. The passengers carried by the various air 
lines were as follows: United Air Lines, 3,975; American Air- 
ways, 1,954; Northwest Airways, 520; Transcontinental and 
Western Air, 283; Braniff Air Lines, 195. 

United Air Lines reports a substantial increase in its 
coast-to-coast business, following increasing of its schedules to 
include eleven flights in each direction between Chicago and 
New York City, a 4% hour trip eastbound and 5% hours west- 
bound, and the inauguration of a fourth coast-to-coast schedule. 


MORE SPEED FOR PLANES 

United Air Lines has announced radical improvement in 
airplane performance, following completion of tests of several 
months with newly developed controllable pitch propellers. The 
last thirty of sixty high speed multi-motored transports being 
delivered to it will have this type of propellor, which increases 
the cruising speed of its twenty-hour coast-to-coast planes to 
171 miles an hour, and gives the fully loaded plane a climb of 
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1,320 feet a minute. High speed is in excess of three miles a 
minute. 

This is the first time controllable pitch propellors, which 
permit the pilot to change the pitch or angle in flight and 
corresponds to a gear shift in automobiles, have been used 
commercially on a large fleet of planes. The adjustable pro- 
pellor reduces time and distance required for take-off twenty-two 
per cent, and increases the rate of climb twenty-two per cent 
in ten minutes. The two 550 h. p. supercharged Wasp motors 
pull the fully loaded plane to a fourteen per cent higher alti- 
tude with propellors set at a low angle. Fully loaded, the seven 
ton passenger planes can climb to 20,200 feet. 





AIRPORTS AND LANDING FIELDS 


There were 2,136 airports and landing fields in the United 
States on July 1, an increase of 99 since July 1, 1932, according 
to a report prepared by the aeronautics branch of the De- 
partment of Commerce. A total of 631 of the airports of record 
July 1, of this year, were partially or fully lighted for night use. 

On July 1 there were 550 municipal and 653 commercial 
airports, 269 Department of Commerce intermediate landing 
fields, 525 auxiliary fields, 55 army airdromes, 16 navy air sta- 
tions, and 68 miscellaneous government, private and state air- 
ports and landing fields, making the total 2,136. 

California led all other states in the number of airports 
and landing fields on July 1, with a total of 214, while Texas 
was second with 136. Pennsylvania with 111 occupied third 
place. California, in addition to having the largest total, also 
had»the largest number of municipal airports, 53. Pennsylvania 
led in number of commercial airports with 70, and Alaska had 
the largest number of auxiliary fields, 70. 


RAILS AND WATERWAYS COOPERATE 


“The tendency of the times” was given as the immediate 
reason for a meeting of representatives of the Illinois Central, 
Missouri, Pacific, Inland Waterways Corporation, and the Mis- 
sissippi Valley Barge Line, in St. Louis, July 11. An agreement 
was reached to proceed with arrangements for the setting up 
of a “code of cooperation, such as industries are drawing up, 
and have been in effect for a long time among railroads,” accord- 
ing to one of those who attended. Elimination of cut-throat 
competition and coordination of services are the objects sought, 
it was stated. The possibility that something like permanent 
committees might be set up for the purpose was suggested. 

Those attending the meeting included L. A. Downs, presi- 
dent of the Illinois Central! L. W. Baldwin, president of the 
Missouri Pacific; General T. Q. Ashburn, chairman of the Inland 
Waterways Corporation; L. W. Childress, president of the Mis- 
sissippi Valley Barge Line; C. C. Cameron, vice-president, Illinois 
Central, and C. E. Perkins, vice-president Missouri Pacific. 

The desirability of an agreement between the barge lines 
and paralleling railroads on various matters affecting competi- 
tion and service, as well as of a simplification of the adminis- 
tration of such details, was expressed by those at the meeting, 
and plans were made for carrying out those purposes. It was 
pointed out that the attitude of other carriers on rails and water 
would necessarily affect their consummation. 


CANAL OFFERED TO STATE 


The Delaware and Raritan Canal, after over a hundred 
years of existence, was offered July 11 as a gift to the State of 
New Jersey. This was done in a letter addressed by General 
W. W. Atterbury, President of the Pennsylvania Railroad, to 
Senator Dryden Kuser, chairman of the joint committee of the 
New Jersey Legislature, appointed at the last session to inquire 
into the status of the canal and the advisability of its acquisi- 
tion by the state. The Pennsylvania Railroad leased the canal 
in 1871, together with the railroad lines and other properties 
of the United New Jersey Railroad and Canal Company, by 
which the Pennsylvania obtained direct access to the Port of 
New York. General Atterbury’s letter says: 








The Pennsylvania Railroad Company, lessee of the property of 
the United New Jersey Railroad and Canal Company, will relinquish 
the rights that it has as lessee in the property of the Delaware and 
Raritan Canal, and will request the United New Jersey Railroad and 
Canal Company to convey the canal, its locks, structures, water 
rights, etc., to the state of New Jersey for a nominal consideration, 
subject to the following provisions: 

_1. The Pennsylvania Railroad Company, the United New Jersey 
Railroad and Canal Company, and their subsidiaries, shall retain the 
right to cross and recross the canal and to use any of its property 
not required for canal purposes, for the development of their rail- 
roads, including the construction of sidings and spurs for the devel- 
opment of industry and business; the state to agree that otherwise 
the property will not be used for railroad purposes. 

_The state as the owner to assume and relieve the Penn- 
sylvania Railroad Company and the United New Jersey Railroad and 
Canal Company, and their subsidiaries, of all obligations of any 
nature in connection with the property, other than the Pennsylvania 
Railroad Company’s rental payment obligations under or arising out 
of the lease of June 30, 1871. 

3. Nothing herein expressed or implied shall prevent the lessee 
or lessor, under the lease of June 30, 1871, from making such use 
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of the canal property as they, or either one of them, may desire 
until such time as a conveyance of the canal property is actually 
made to the state of New Jersey. 


A further reservation directs attention to the fact that the 
Pennsylvania Railroad and the United New Jersey Railroad 
and Canal Company have already offered to present to the 
City of New Brunswick a short portion of the canal, within 
the city limits, for sanitary sewage disposal purposes. 

Owing to the decline in traffic, which has reached low pro- 
portions in recent years, the Delaware and Raritan Canal was 
not opened at the usual time this spring, following the annual 
winter closing. The canal is forty-four miles in length. It 
extends from Bordentown, on the Delaware River, to tidewater 
on the Raritan River at New Brunswick, passing close to Prince. 
ton and through Bound Brook. The canal was chartered in 183 
and completed in 1834. 


IMPROVEMENT OF WATERWAYS 


Secretary of War Dern has approved allotments of water. 
way funds for maintenance of projects of $1,164,000 for the South 
Atlantic division; of $5,088,500 for the Upper Mississippi divi- 
sion; and of $1,085,000 for the Great Lakes division. Some of 
the larger allotments follow: Cape Fear River, N. C., at and 
below Wilmington, $175,000; Savannah Harbor, Ga., $306,000; 
Ohio River, open channel work, $717,000; Tennessee River, Chat- 
tanooga district, $140,000; Mississippi River, between Ohio River 
and Illinois River, $750,000; Mississippi River, between Wiscon- 
sin River and Minneapolis, $812,000, and other sections, $377,000; 
Missouri River, $1,295,000; Illinois River, $495,000; Cleveland 
Harbor, O., $132,000. 

Approval “without hesitation” of the recommendation of 
Major General Lytle Brown, chief of Engineers, that $364,000,000 
of the $3,300,000,000 public works fund be expended on river 
and harbor and flood control projects, was urged this week on 
the President and the public works board by former Senator 
Ransdell, of Louisiana, speaking as president-emeritus of the 
National Rivers and Harbors Congress. 

“Waterway development,” said he, “will be an important 
contribution to national recovery and the sum proposed is by 
no means a large one. Expended over a two-year period, as 
proposed, it will be only about half again as large as the amount 
which has been spent on rivers and harbors and flood control 
projects annually during recent years.” 


SHIPBUILDING CODE 


The Trafic World Washington Burcau 


A code of fair competition for the shipbuilding and ship re- 
pairing industry was submitted July 12 to the national recovery 
administration by the National Council of American Ship Build- 
ers, the New York and New Jersey Dry Dock Association, and 
the Pacific Coast Dry Dock Association, and individual shipbuild- 
ing yards, the several groups representing 80 per cent of the 
industry. Hearings on the code will begin before General John- 
son, national recovery administrator, July 19. The code pro- 
poses a maximum of 40 hours a week with minimum wages for 
labor, except apprentices, casual and incidental labor, of 35 
cents an hour in the south and 40 cents an hour in the north. 

Under the federal naval building authorization work week 
hours are limited to 30 hours where practicable and feasible. 
The shipbuilders said in their opinion it did not seem to be 
in the public interest to engage in the new naval program on 
a 30-hour week basis as that would unduly increase its cost. 
They said a 30-hour week would also increase the cost of other 
naval vessels and.of merchant vessels under construction in 
the private shipyards of the United States, “which are under 
fixed price contracts and will discourage, if not entirely destroy, 
the normal demand for merchant shipbuilding during the emer- 
gency.” 

“The supply of labor skilled and experienced in the in- 
dustry,” said the shipbuilders, “is limited and it is believed the 
proposed naval program will, if carried out on a forty-hour 
basis, increase employment in shipbuilding 250 per cent and 
thereby absorb a large majority of the available qualified skilled 
labor and in certain trades there doubtless will be scarcity.” 

Wages in the shipbuilding and ship-repairing industry, ac- 
cording to the letter transmittal, “have been substantially 
higher than that prevailing in many other private industries.” 

“A large percentage of our employes are skilled mechanics,” 
the letter continued, “and are paid on a basis which averages 
practically double our minimum labor rate. Our industry was 
amongst the last to reduce wages and among the first to co- 
operate with the federal government in the ‘share-the-work’ 
movement by working a substantial number of employes on part 
time basis in order to give a greater spread to employment.” 

The proposed reduction in work week hours from the pre- 
vailing average of 48 hours to 40 would increase employment 
in the ship-repairing industry by not less than 20 per cent, 
according to the statement. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


“Passenger and freight traffic on our ships covering the west 
coast of South America has increased to a point where it be- 
comes necessary for the Grace Line to resume its ‘B’ service 
between New York and Valparaiso and to reinstate the three 
ships—Santa Olivia, Santa Inez and Santa Rita—which were 
temporarily withdrawn from this service last year,” says an 
announcement, 

“With the reinstatement of these three ships, and the ad- 
dition to our fleet of four new $5,000,000 Grace liners which 
entered our California service the first of this year, the Grace 
Line has seven more ships in service in 1933 than it had in 
1932—a total addition of 60,000 tons. The fleet now covering 
these two services totals 14 ships. 

“The Grace Line’s ‘B’ service to South America will be re- 
sumed with the departure from New York of the Santa Olivia, 
Saturday at midnight, July 8. The three reinstated ships will 
be operated as cabin-class liners with a minimum fare between 
New York and Valparaiso of $315. Their route will include 
New York, Cristobal, Balboa, Callao, Arica, and Valparaiso. 
They will sail every two weeks from New York, alternating 
with the three large Grace express liners—the Santa Barbara, 
Santa Clara, and Santa Maria—now in operation between New 
York and South America. 

“The Grace Line will thus offer weekly sailings on its New 
York to South America service as well as on its New York to 
California service.” 

The Calmar Line, starting with the sailing of the Flomar 
from Philadelphia and Baltimore this week for the Pacific 
coast, will have three sailings from the east coast within thirty 
days. The company is aiming at an increase from the present 
frequency of one sailing about every fourteen days to a schedule 
of sailings every ten days. 

The McCormick Steamship Company also is increasing its 
westbound intercoastal sailings from a fortnightly to a ten-day 
frequency. 

Some indications of revival in ocean grain freight are 
seen, but thus far it has been confined to an advance of a 
little over a cent in Montreal-Rotterdam berth grain rates. 
Demand for sugar, coal and lumber space has been very sluggish 
and tanker business is at a standstill, mainly because of the 
prevailing disturbances in the domestic crude market. Settle- 
ment of the price conflict is expected to be followed by im- 
proved demand in this field. Cargo movement from New York 
on liners continues on a fairly active basis, the principal items 
being provisions and oil products, with a scattering volume of 
grain taken as bottom cargo. 

A review of the ocean freight market on coal shows an 
increase in the number of inquiries for such space during the 
past week and the placement of several cargoes for West Indies 
and South American destinations, the latest being a steamer 
from Hampton Roads to La Plata at $2.10 for August loading 
of a part cargo. 

Ocean freight rates on cotton from Gulf ports to the 
French Atlantic-Hamburg range have been advanced to 3lc a 
hundred pounds, high density, first class, for August and Sep- 
tember. The present rate of 33c, first class from Gulf ports 
to Liverpool and Manchester has been extended through Au- 
gust. The new rate to the French Atlantic-Hamburg range is 
the highest in several years. 

Vessel owners are reported dissatisfied with the prevailing 
rate of 10s on grain from Vancouver to U. K. and Continent, 
as it-is pointed out that Panama Canal tolls and handling 
charges absorb 8s of this, leaving only 2s for fuel, wages and 
general operating costs. One vessel was reported to have 
sailed with vacant space rather than accept such a low rate. 


HOBOKEN TERMINAL LEASED 


The Shipping Board has authorized the Merchant Fleet 
Corporation to accept the offer of Max Thaten to lease the 
sovernment terminal property at Hoboken, N. J., in accordance 
with his revised bid providing for 50 per cent of the gross 
revenue and not less than $90,000 per annum for the first year 
and $100,000 for each succeeding year during the term of the 
lease, which is five years. 

; The lessee may use the property for loading and discharg- 
ing passengers and cargo and assembling outward and inward 
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cargo in accordance with usual commercial practices. The 
lessee may not unduly compete for genera] storage with pri- 
vately owned and operated warehouses in Hoboken and vicinity, 
and all storage at the terminal property shall be subject to 
regulations and restrictions of the lessor. 

The Shipping Board reserves the right to terminate the 
lease in the event of a national emergency if premises are 
needed by the United States. After one full year of operation, 
the lessor or lessee may terminate the lease upon six months’ 
notice. 


SCRAPPING OF SHIPS 


More than a million and a quarter tons of merchant ves- 
sels, under all flags, was scrapped or condemned .in 1932, ac- 
cording to the transportation division, Commerce Department. 

Detailed figures for the year show that a total of 328 steam 
and motor ships of 1,296,325 gross tons were scrapped or con- 
demned compared with 285 vessels of 973,000 gross tons in 
1931, and 267 vessels of 794,202 gross tons scrapped or con- 
demned in 1930. These figures do not include tonnage lost due 
to wrecks and the like. 

In 1932 a total of 726,591 gross tons of new ships were 
launched and added to the merchant marine of the world. 

In 1932 vessels were scrapped or condemned as follows: 
96 British vessels of 450,000 gross tons; 80 Italian vessels of 
356,000 gross tons; 20 Dutch vessels of 121,000 gross tons; 19 
French ships of 61,000 gross tons; 18 Greek vessels of 73,000 
gross tons; 11 German ships of 56,000 tons; 16 American ships 
of 59,000 tons, and 17 Japanese ships of 18,000 gross tons. 





PORT NEWARK TRAFFIC 


Improvement of Newark Bay and the Passaic and Hacken- 
sack Rivers and their navigable tributaries has resulted in 
increased activity on them and consequent increase in the 
number of bridge openings required, according to a War De- 
partment statement announcing that the Secretary of War had 
approved an application of the Newark Chamber of Commerce 
for modification of the existing regulations governing the open- 
ing of all drawbridges spanning the waters named with a view 
to reducing the number of openings of drawbridges and to 
provide for the establishment of clearance gauges at all of 
the bridges. The secretary approved a requirement for a re- 
duction in the heights of stacks and masts of harbor craft to 
35 feet above the water line. 


WATER CARRIER AGREEMENTS 


The Shipping Board has refused to approve an agreement 
between the Pere Marquette Line Steamers and the Milwaukee 
Boat Line, filed under section 15 of the shipping act of 1916, 
relating to operation under charter of the vessel Missouri, on the 
ground that the Milwaukee Boat Company is not a common 
carrier or other person subject to the 1916 act. 

In a report to the board recommending the finding made, 
Cc. O. Arthur, director of the board’s Bureau of Regulation and 
Traffic, said there was no question as to the Pere Marquette 
Line Steamers, which had for many years been operating a 
common carrier service on Lake Michigan in interstate com- 
merce, being subject to the shipping act and the provisions of 
section 15. The second party to the agreement, however, he 
said, was a Wisconsin corporation holding title to the vessel 
Missouri, formerly the property of the Wisconsin and Michigan 
Transportation Company and recently bought by the Milwaukee 
Boat Company at a foreclosure sale. It appeared, said he, that 
prior to the purchase of the steamer negotiations were pending 
between the Wisconsin and Michigan Transportation Company, 
which had and was now operating a common carrier service 
on Lake Michigan, and the Pere Marquette Line Steamers for a 
joint operating agreement. He said the foreclosure proceedings 
against the Missouri were initiated by the First Wisconsin Na- 
tional Bank, which held a collateral security for a loan to the 
Wisconsin and Michigan company certain outstanding bonds 
on that vessel. 

The record of the hearing in the proceeding before the 
board, said Mr. Arthur, showed that the Milwaukee Boat Com- 
pany was organized for the purpose of taking over the vessel 
and to have a separate corporation rather than to have the ves- 
sel as bank assets and that the company had no operating or- 
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ganization and did not contemplate organizing an operating 
corporation. 

Counsel for the Pere Marquette Line Steamers said that 
at no time was it contemplated that three boat companies would 
be operating, but that it was agreed to and well understood by 
all concerned that the Milwaukee Boat Company “should be 
merely used for the purpose of acquiring title to the vessel 
Missouri in foreclosure proceedings and that it should then 
charter the vessel back to either the present Wisconsin and 
Michigan Transportation Company or a successor of that com- 
pany” to be organized by the controlling interests in the Wis- 
consin and Michigan company. 


Mr. Arthur said the record abundantly evidenced every in- 
tention of continued operation of the Missouri for the immediate 
future by the Wisconsin & Michigan Transportation Company, 
or its successor, under some sort of charter arrangement, in the 
common carrier service which the Wisconsin & Michigan had 
long maintained with the Missouri, the Illinois and other vessels, 
The agreement in question, continued he, might be said to be 
one in effect between the two common carriers, the Wisconsin 
and Michigan company and the Pere Marquette Line Steamers. 
The agreement itself, however, he added, had not been signed by 
the Wisconsin and Michigan company and that company, ob- 
jecting to certain of the present terms of both the agreement 
and the charter, had stated to the board that use of its name 
in the letter transmitting the agreement to the board as a party 
to the agreement was unauthorized. 


“From the record,” said he, “it is unescapable that the 
Milwaukee Boat Company is not a common carrier, has never 
been one, and has no present intention of becoming one.” 

Protest against the agreement was made by the Wisconsin 
& Michigan Transportation Company and a group of creditors 
of that company. 


The following agreements filed in compliance with section 
15 of the shipping act of 1916 were approved by the board: 


_ Between Japan and Atlantic Coast, 2375—Panama Mail Steam- 
ship Company with United Ocean Transport Company, Ltd.: This 
agreement covers through shipments between Japan and United 
States Atlantic Coast ports, with transshipment at Seattle, San 
Francisco, or Los Angeles Harbor. 

China and Japan to Atlantic Coast: 2389—Kawasaki Kisen Ka- 
bushiki Kaisha, Pacific Steamship Lines, Ltd., and Luckenbach 
Steamship Company, Inc. This agreement covers through shipments 
of silk from Chinese and Japanese loading ports of Kawasaki Kisen 
Kaisha to United States Atlantic Coast ports, with transshipment 
at Seattle and San Francisco. 

Pacific Coast to France, Morocco, Algeria and Tunis: 2397— 
Panama Mail Steamship Company with The Export Steamship Cor- 
poration: This agreement covers through shipments of canned 
goods, canned and dried fruit from U. S. Pacific Coast ports of call 
of Panama Mail Steamship Company to Marseilles, France; Casa- 
blanca, Ceuta, Melilla and Tangier, Morocco; Algiers and Oran, Al- 
geria and Tunis, Tunis with transshipment at New York. Through 
rates are to be assessed in accordance with rates published by Pacific 
Coast European Conference lines. 

Pacific Coast to Great Lakes: 2408—Luckenbach Steamship Com- 
pany, Inc., with Atlantic and Great Lakes Steamship Corporation: 
This agreement covers through shipments of canned goods, dried 
fruit and beans hops brewers’ rice and rice screenings from Pacific 
Coast loading ports of Luckenbach to Milwaukee and Chicago, with 
transshipment at Boston. 


West Coast Central America, Mexico-North Pacific Northbound 
Conference: 210—This agreement is restricted to shipments of coffee 
from Pacific Coast ports of Central America and Mexico to Pacific 
Coast ports of the United States and Canada. Contract rates to be 
charged shippers who agree to confine their shipments of coffee to 
vessels of the participating carrier are set forth in the agreement 
which also specifies that non-contract rates are to be higher. All rates 
to northern Pacific Coast ports are to be higher than to Los Angeles 
and San Francisco. In response to the bureau’s inquiry the carriers 
state that in some instances it is necessary to tranship coffee at San 
Francisco to other vessels and that in practically all case rehandling 
of shipments at San Francisco is required, thus making it necessary 
to charge higher rates to the northern ports. Conference action is to 
be by unanimous vote of member lines. Any other carrier in the 
trade may become a party to the agreement by subscribing thereto 
and any member line may withdraw upon 90 days’ written notice, the 
Board to be notified in writing of any such admission or withdrawal. 

Near East to Gulf: 2294—Ellerman & Bucknall Steamship Com- 
pany, Ltd., and Andrew Weir & Company, jointly operating Ameri- 
can & Indian Line, with Baltimore & Carolina Line, Inc.: This agree- 
ment provides for through shipments of general cargo from India, 
Colombo, Port Sudan, Aden, and Port Said to Corpus Christi, Beau- 
mont, and Lake Charles, with transhipment at Baltimore. 

China and Japan to Puerto Rico and Dominican Republic: 2321— 
Osaka Shosen Kaisha with Bull Insular Line, Inc.: This agreement 
covers through shipments of all commodities except rice, beans, 
porcelain ware, earthenware, crockery ware, chinaware, and toys 
from ports of call of Osaka Shosen Kaisha in China and Japan to 
ports of call of Bull Insular Line in Puerto Rico and Dominican 
Republic, with transhipment at New York. 

China and Japan to Atlantic Coast: 2390—Nippon Yusen Kaisha, 
Pacific Steamship Lines, Ltd., and Luckenbach Steamship Company, 
Inc.: This agreement covers through shipments of silk from Chinese 
and Japanese loading ports of Nippon Yusen Kaisha to United States 
— Coast ports, with transhipment at Seattle and San Fran- 
cisco. 

2391—Canadian Pacific Steamship, Ltd., Pacific Steamship Lines, 
Ltd., and Luckenbach Steamship Company, Inc.: This agreement 
covers through shipments of silk from Chinese and Japanese loading 
ports of Canadian- Pacific Steamships, Ltd., to United States Atlantic 
Coast ports, with transhipment at Victoria and San Francisco. 

Pacific Coast to France: 2413—American-Hawaiian Steamship 
Company with United States Lines Company: This agreement covers 
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through shipments from United States Pacific Coast ports to Havre, 
with transhipment at New York. 

Australia and New Zealand to Atlantic Coast: 2429—The Oceanic 
Steamship Company and Oceanic and Oriental Navigation Company 
with Luckenbach Steamship Company, Inc.: This agreement provides 
for through billing arrangement covering shipments from ports of 
loading in Australia and New Zealand of The Oceanic Steamship 
Company and Oceanic and Oriental Navigation Company to United 
States Atlantic ports of call of Luckenbach Steamship Company, Inc., 
with transhipment at Los Angeles Harbor or San Francisco. 

Between Gulf and South Atlantic ports and Scandinavian and 
Baltic ports and from Gulf and South Atlantic ports to France (2430) 
2430—Wilh. Wilheimsen with Swedish America Mexico Line: This 
agreement covers maintenance of a joint service from United States 
Gulf and South Atlantic ports to Dunkirk and Scandinavian and 
Baltic ports and from Scandinavian and Baltic ports to United States 
Gulf and South Atlantic ports. Eastbound, at least two sailings a 
month are provided for, one to be during the first half of the month 
and the other the second half, the number of sailings to be divided 
equally between the lines and arranged in such manner that each line 
will have the same number of first half-of-the-month sailings as 
second-half. Westbound, the lines will maintain at least one sail- 
ing a month, the number of sailings to be mutually agreed upon. 
Uniform bils of lading and booking notes are to be used and the lines 
will have the same agents. Rates to be charged are to be mutually 
agreed upon except to Dunkirk, to which port rates will be assessed 
in accordance with the applicable direct line conference rates. This 
agreement supersedes and cancels Agreement No. 1679, approved by 
the board September 16, 1931. 


Agreements Modified 


The modification records agreement of American Scantic Line, Inc., 
to abide by rules and regulations of the Atlantic Conference adopted 
pursuant to provisions of agreement of that Conference (Conference 
Agreement 128-1) and modifications thereof on file with and ap- 
proved by the board. American Scantic Line also undertakes to ob- 
serve for transportation of passengers between United States ports 
and Baltic ports on its reconditioned vessels named in the agreement 
the specified minimum fares set forth in the modification. The com- 
missions to be paid by American Scantic Line to general agents and 
sub-agents are also specified. American Scantic Line reserves the 
right to operate its vessels which have not been reconditioned as 
third class vessels and to quote Atlantic Conference minimum third 
class fares for transportation of passengers thereon. Any carrier 
party to the agreement may withdraw upon six weeks’ notice to the 
Conference secretary and to the board, and such withdrawal releases 
all other parties to the agreement unless the latter agree to its con- 
tinuation under the same or altered terms and conditions. 

1568-2—Dollar Steamship Lines, Inc., Ltd., with Transatlantic 
Steamship Company, Ltd. — 


1569-2—Dollar Steamship Lines, 
Ship Company of New Zealand, Ltd. 

The agreements (1568 as amended and 1569 as amended) which 
the lines have modified covered through shipments from United 
States Atlantic Coast loading ports of Dollar Line to Australia and 
New Zealand, with transshipment at San Francisco. The purpose 
of these modifications is to correct the agreements to show that the 
route used by Conference lines, tariffs of which are the basis of 
through rates under such agreements, is via Panama Canal rather 
than via Suez or via South Africa. 

1572-1—Shepard Steamship Company with Transatlantic Steam- 
ship Company, Ltd.: Modifies an agreement covering through ship- 
ments from United States Atlantic Coast ports of loading of Shepard 
to ports of call in New Zealand and Australia of Transatlantic Steam- 
ship Company, with transhipment at San Francisco or Los Angeles 
Harbor. The purpose of this modification is to reduce the minimum 
proportion of the through rate accruing to Transatlantic Steamship 
Company under the agreement. 

2171-1—Nelson Steamship Company with North German Lloyd: 
Modifies Agreement No. 2171, approved by the board January 6, 1933, 
covering through shipments from United States Atlantic Coast ports 
of call of Nelson Steamship Company to ports of call of North Ger- 
man Lloyd on the West Coast of South America, West Coast of Cen- 
tral America, and ports in Colombia, with transhipment at Cristobal. 
The purpose of the modification is to include shipments to ports in 
Venezuela and to provide that the through rates to Venezuelan ports 
as well as the through rates to Colombian Atlantic ports are to be 
no less than the rates of the applicable direct line conferences. 


Agreements Canceled 


661-C—Oceanic and Oriental Navigation Company with Panama 
Mail Steamship Company: Cancels an agreement, approved by the 
board August 21, 1928, covering through shipments from Oriental 
ports to United States Atlantic Coast ports, with transshipment at 
San Francisco or Los Angeles. 

1788-C—Osaka Shosen Kaisha with Gulf Pacific Line: Cancels 
agreement between the above named carriers which covered through 
shipments from Oriental ports to United States Gulf ports, with 
transshipment at San Francisco and/or Los Angeles Harbor. Can- 
cellation of this agreement is requested because the Gulf. Pacific 
Line does not desire to participate in the handling of this traffic. 


INTERCOASTAL TRAFFIC 


United States intercoastal traffic via the Panama Canal in 
May consisted of 134,014 cargo tons from the Atlantic to the 
Pacific and of 468,643 cargo tons from the Pacific to the At- 
lantic, according to the Panama Canal Record. Tolls on 55 
transits from the Atlantic to the Pacific in this trade amounted 
to $256,583.57 and on 59 transits in the reverse direction, $320,- 
943.75. 


Inc., with Union Steam 


PANAMA CANAL RECORD 


The Panama Canal Record, the official publication of The 
Panama Canal, which has been issued weekly, hereafter will 


be issued monthly ‘for reasons of economy.” The next issue 
will be that of July 15 and issues are to appear the fifteenth of 
each month thereafter. The publication will carry a summary 
of the traffic in the preceding month, reports of the movements 
of ocean vessels through the canal and at its terminal ports, 
special notices, etc. Data will be presented in more condensed 
form than in the past. 
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July 15, 1933 


Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 


desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may copees to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Delivery to Carrier—What Constitutes 


New York.—Question: We are anxious to determine when 
the railroad carrier’s responsibility begins as to less than car- 
load shipments delivered to railroad freight stations. If a ship- 
per’s truck is backed up to the station door platform, is it up 
to the carrier’s workmen to take articles from the truck, or is 
it necessary for the shipper to place the articles on the tail 
gate of the truck for the carrier’s workman to take articles 
off of the truck tail gate, or does the carrier’s responsibility 
start only after articles are on the railroad station platform, 
placed there by the shipper? It has been the practice of some 
carrier's workmen to assist shippers in unloading less-than-car- 
load shipments from their trucks to the station platform. In 
one instance their workman was injured and we are now being 
sued jointly with the carrier. We are endeavoring to deter- 
mine whether we can be held responsible. 

Answer: In order that the carrier may be charged with 
reference to the custody, care, and transportation of goods, it 
is essential that as bailee, it shall have come into possession 
of the goods, which, of course, involves a delivery by the 
shipper and an acceptance by the carrier, and until there has 
been such delivery and acceptance, by which the possession of 
the goods has been transferred from the shipper to the carrier, 
no liability of the carrier with reference to such goods arises. 

If something required by law or contract remains to be done 
by the shipper after the goods are put into the hands of the 
agent of the carrier before they are to be transported, the 
carrier does not become liable as carrier until the goods are 
ready for shipment. As otherwise expressed the party bring- 
ing the goods must first do whatever is essential to enable the 
carrier to commence, or to make needful preparations for the 
service required from it, before it can be made liable or sub- 
ject to responsibility in that capacity. Delivery cannot be com- 
plete if anything remains to be done by the shipper before the 
goods can be sent on their way. But if the thing to be done 
is something which it is the duty of the carrier to do, without 
further act on the part of the shipper, then the liability of 
the carrier attaches at once. The risk of the carriers, as such, 
begins on receipt of the goods for immediate transportation, 
that is, as soon as the delivery is complete so as to place on 
the carrier the exclusive duty of seeing after their safety. 

We can locate no decisions of the courts in which the exact 
question has been at issue, such decisions as we have been 
able to locate merely containing general statements similar to 
those set forth above. For instance, in W. F. Bogart & Co. vs. 
Wade, 200 S. W. 148, the statement is made that the test as 
to whether the relationship of shipper and carrier had been 
established is: Had the control and possession of the goods 
been so completely surrendered to the railroad company that 
nothing remained to be done by the shipper. 


Again in Fewel vs. St. L. & S. F. Ry. Co., 267 S. W. 960, 
the statement is made that generally, the point of time mark- 
ing the commencement of the carrier’s liability is that moment 
when the shipper surrenders the entire custody of the goods 
and the carrier receives the complete control of them for the 
purpose of shipment at the earliest practicable opportunity in 
the usual course of business. 


In the instant case it does not appear that there was a 
complete delivery of the goods to the carrier so that it can be 
said that the carrier’s employe was acting or handling the goods 
for the carrier. He may have been acting, depending upon the 
precise facts in the case, as the agent or servant of the ship- 
per, or upon the invitation of the shipper. If the former, the 
Shipper would not be liable if the carrier's employe was con- 
tributarily negligent or assumed the risk of injury. 

Again, he may have been acting as a mere volunteer, with- 
out invitation, and without contractual relationship. In such 
event, it has been held that one who is engaged in work or an 
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operation owes to another who undertakes to assist him as a 
mere volunteer, without invitation and without contractual re- 
lationship, no duty of ordinary care, and is not liable for any 
injury received by such volunteer unless guilty of gross negli- 
gence, wilfulness or wantonness. Richardson vs. Babcock, etc., 
Co., 175 Fed. 897. Under the facts in this case, defendant’s 
employes were passing a heavy tubing, lowered by means of 
ropes, through a doorway, when plaintiff’s intestate, who was 
not an employe, but a stranger to the work, without invitation 
undertook to assist, and while doing so received a fatal injury 
by reason of the slipping of the tubing and breaking of a rope. 
In this case the court said: 


The law does not furnish redress in damages for every misfor- 
tune. In order to create liability for personal injury, the plaintiff 
must not only show that he was in the exercise of due care, but that 
the defendant was lacking in some duty which it owed to him, either 
as an employe or as a member of the public. This case, as already 
observed, is not within the class governed by the rules of ordinary 
care, because there was no contractual relationship between Mr. 
Richardson and the defendant. Nor is it the case of invitation, 
where a number of the public by invitation comes in to help. 


Routing and Misrouting—Conflict Between Rate and Route 


Ohio.—Question: With reference to the above subject, ap- 
pearing on page 890 of the Traffic World, May 6th, and page 
1047 of the May 27th issue. 

We were given to understand, along in May, 1932, that 
there were then pending before the Commission some cases 
involving this feature of conflict between rate and route speci- 
fied on bills of lading. 

We note you cite Altitude Petroleum Co. vs. F. W. & D. 
C. Ry. Co., 118 I. C. C. 572, but are endeavoring to locate de- 
cisions, if any, in corresponding cases rendered since May, 
1932. Would appreciate any help you might render. 

Answer: A decision of the Commission which is in accord- 
ance with the decision you cite is that in American Cast Iron 
Pipe Co. vs. L. & N. R. Co., 185 I. C. C. 222, decided May 31, 
1932. In this case the Commission held that where there is a 
conflict between the rate and the route in the bill of lading, 
it is the duty of the originating carrier to get definite instruc- 
tions from the shipper as to the route desired and that where 
it fails to do so it is required to protect the rate in effect over 
the cheapest route affording it a line haul. St. Louis Cooperage 
Co. vs. B. & O. R. Co., 161 I. C. C. 258 is cited. 


Tariff Interpretation—Application of Intermediate Rule 


Alabama.—Question: Referring to your answer to Georgia, 
on page 1100, June 3rd issue, under the above caption. 

We would like to inquire as to your views regarding the 
correct rate applicable under the intermediate notes in ques- 
tion, assuming there was a published through rate from New 
York, N. Y., to Mobile, Ala. We have a similar tariff situa- 
tion involving New York, N. Y., to Birmingham, Ala., versus 
Weehawken, N. J., to New Orleans, La., Items 80 and 85 of 
Agent Curlett’s Tariff I. C. C. A-291, but in our case there is 
a published rate from New York to New Orleans. The car- 
riers take the following position: 


We interpret this destination to mean the published destination 
of New Orleans, and not the theoretical intermediate destination of 
Birmingham. Since in Agent Speiden’s I. C. C. 797 there is a specific 
rate published from New York to New Orleans, we do not find any 
authority whatever to protect from New York the rate from the 
next more distant point to the same destination, which is New Or- 
leans. You, I believe, interpret this note to mean that the destina- 
tion may be any intermediate theoretical destination, and not the 
published destination. As above stated, we cannot agree with 
this position. If, for the sake of using the origin intermediate note, 
you assume that there is a rate published to Birmingham, then this 
position is refuted in the destination intermediate note, since this 
note very clearly states that it can only be used in the absence of 
a published rate in the tariff. In other words, you must assume 
New Orleans is referred to in the origin note as the given destina- 
tion, otherwise you would have no need for the use of the destina- 
tion —_ since there would be a published rate to Birmingham in 
the tariff. 


Your advice will be appreciated. 

Answer: With respect to the instance covered by the an- 
swer to which you refer, it is our opinion that if there is a 
commodity rate from New York to Mobile, but none from New 
York to Augusta, the New York to Mobile and not the Albany 
to Mobile rate would be applicable. 

Likewise with respect to the instant case, if there is a 
commodity rate from New York to New Orleans but none from 
New York to Birmingham, the New York to New Orleans rate 
and not the Weehawken to New Orleans rate is the applicable 
rate. 

In other words, the intermediate rule as to point of origin 
cannot be used in the presence of a commodity rate from the 
actual point of origin, but this does not prevent the applica- 
tion of the intermediate rule as to point of destination, in the 
absence of a commodity rate to the actual point of destination. 
The carrier’s contention is, in our opinion, correct in so far 
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as it relates to the application of the point of origin inter- 
mediate rule. 


Routing and Misrouting—Conflict Between Rate and Route 


Indiana.—Question: We have a dispute with the New York 
Central Railroad and the Burlington Railroad regarding a ship- 
ment of flour from Evansville to Chicago, routed via East St. 
Louis, Illinois, in care of the Burlington, with stop over at 
Mattoon, Ill., for partial unloading, a through rate of 18% cents 
per hundred pounds is published. 

The carriers now contend that this rate does not apply 
by way of the St. Louis Gateway, but at the time of tender- 
ing the bill of lading to the Big Four Railway at Evansville, 
the bill of lading showed the route via East St. Louis, Illinois, 
in care of the Burlington, and also the rate of 18% cents per 
hundred pounds. 

We are attaching a copy of our letter of July 21, 1932, and 
also a copy of a letter from the Burlington Railroad of June 
21, 1933, both letters being self explanatory. 

We would like for you to furnish us with your opinion 
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whether or not the shipper is subject to the higher freight 
rate, due to this misrouting. 


Answer: In its decision in American Cast Iron Pipe Co. vs, 
L. & N. R. Co., 185 I. C. C. 222, the Commission holds that where 
there is a conflict between the rate and the route in a bill of 
lading, it is the duty of the originating carrier to obtain definite 
instructions from the shipper as to the route desired, and that 
where it fails to do so, it is required to protect the rate in 
effect over the cheapest route affording it a line haul. 


However, in W. & L. E. Ry. Co. vs. Standard Envelope Mfg, 
Co., 2 Fed. Supp. 637, it is held that when a shipment is ten- 
dered to a carrier on a bill of lading specifying routing and 
also naming a rate which is applicable in connection with the 
originating carrier but is inconsistent with the routing specified, 
there is no duty on the part of the initial carrier to ascertain 
from the shipper whether the routing specified should be ob- 
served or whether the shipment should be forwarded via the 
route taking the rate named, which duty the Commission has, 
in numerous cases, held to devolve upon the initial carrier, 














THAT COUNTS 


Fast Motor Transportation 
in the Southern Central 
States and the South 


Direct overnight service between 
Louisville-Indianapolis-Chicago, 
Louisville-Nashville, Louisville-Knox- 
ville, providing you with complete 
transportation serviceincluding pickup 
and delivery, and full insurance cover- 
age on all shipments. 


We connect with thoroughly responsi- 
ble lines to points beyond. Let us 
help you with your shipping problems 
in this territory. 


May we send you a copy of our tariff ? 


SILVER FLEET 


MOTOR EXPRESS 
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LOUISVILLE, KENTUCKY 


INTERCHANGE TERMINALS HI! 
SILVER FLEET MOTOR fj 
EXPRESS LINES -- 


); TAL portation 


Detroit, Michigan 


C4 nyineered 


FRUEHAUF 
TRAILERS 


’ 

pe — —/: 

GRAY an ASOUTH BEND TOLEDO @ 
te ‘. ‘ 

— f CLEVELAND, 

; - 


‘= ; 
IND. ‘ote wen f OHIO 


\ 
| 
Pd 


“a WVA, 


i SQUUMTENOTON 
yea —" 


cree 


LAFAYETTE 


> 
Si once: 


\ 


LouIsvil 
a ee \ 


Pi 

\ d Y V, 
a 

Ng ef oberon 
“A sognaON CITY seenag itt 


ee 
8SBORO Fa 
, ASHEV! 


f 


e-—- 
\ 





PAGE 109 


. , 15, 1933 y 
No. 0 Ne The Trafte World 


> >>> > > > ba > b> te > > > > > > > > i > >» > > E> b> >t <<<. a Se De Ee > et “< NSRR) 
— ee 
ee ed ry a 





Speaking of vacations,of 
course you're going to 
take in the Century of 
Progress. Go Katy and 
enjoy America’s Finest 
Railroad Equipment. 











AIR-COOLED 
|| DINERS AND LOUNGE CARS 
on the TEXAS SPECIAL 
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SAVE MONEY 
SAVE TIME 
SAVE EFFORT 


¢ On Lot Shipments by « 


RAILWAY 
EXPRESS 


Shipments of several pieces of merchandise to the same consignee 
can be sent by the Railway Express Lot Shipment plan, with three 
important savings to you. 


First, you save money, for you are allowed to bulk together the weight 
of individual pieces and make a worth while saving in cost over the 
regular ‘‘per package” rate. Second, you save time, for it reduces the 
shipping problem from several transactions to one. Third, you save 
effort, as it eliminates multiple bookkeeping and substitutes one set 
of shipping records only. 


Speed up turnover and profits by using the Lot Shipment system, with 
the promise of that swift, competent handling that characterizes Rail- 
way Express. 


RAILWAY EXPRESS 


Agency Inc. 


NATION-WIDE RAIL AND AIR SERVICE 
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the failure to do which constitutes misrouting on the part , 
a carrier. 


Fourth Section—Allowance of Stop-in-Transit to Partly Unlp 
at One Point But Not at Intermediate Point Does Not Cy 
stitute Fourth Section Violation 


California—Question.—The A. T. & S. F. Railway apj 
Wabash Railway, via Kansas City, Mo., have a joint rate jy 
Danville, Ill., on lumber, in Transcontinental Freight Buregy 
Tariff 27-N, I. C. C. 1267, from Madera, Cal., as an example, gj 
70c per hundred pounds. 

Wabash Terminal Tariff K-6942 provides for a stop off tj 
partially unload privilege at Decatur, IIll., intermediate, at th 
through rate, plus $6.30 per car. 

Emporia, Kans., is an intermediate point; so is Kansas City, 
Mo. 



















If the same car were stopped to partially unload at Emporia 
Kans., the rate would be the combination of locals over Emporia, 
or 6014¢c, plus 22c. 

What are your views as to the Emporia combination, be 
cause of being in excess of the Danville, Ill., basis, creating , 
fourth section violation? Can the rate applicable on a cy 
stopped for partial unloading at Kansas City or Emporia exceed 
the rate applicable on a shipment stopped for partial unloading 
at Decatur, Ill., on the same line and route, without a Violation 
of the Interstate Commerce Act? 

Answer: In our opinion, the principle of the Commission’ 
decision in Procter & Gamble Co. vs. A. & V. Railway Co., 15} 
I. C. C. 655, is applicable in the present instance. In that case 
the Commission said: 

















We, therefore, have a situation where the rate conforms to the 
fourth section, but where the question arises whether the granting 
of transit, without additional charge, at an intermediate point and 
withholding it at other intermediate points is in contravention of 
section 4, No change occurs in the commodity at the transit point 
and no additional charge is made for the transit service. Under the 
act a violation of the long-and-short haul provision of the fourth 
section results when greater compensation in the aggregate is 
charged for the transportation of like property for a shorter than 
for a longer distance over the same line or route, in the same direc- 
tion, the shorter being included within the longer distance. 

To determine whether a fourth section violation exists, we must, 
as stated in Baltimore Chamber of Commerce vs. B. & O. R. R. 
Co., supra, compare like rates with like rates. Here we have a 
through rate applicable to a through shipment, made such under 
proper tariff authority, to be compared with two local rates ap- 
plicable to two separate shipments in no way related. If it were 
proper to make such a comparison then any shipment arriving at 
Ivorydale and any shipment of the same commodity leaving Ivory- 
dale at any time in the future might be used to show a fourth 
section violation, if the commodity was graded and stored at the 
latter point. 

Upon reconsideration, we are of the opinion and find that the 
facts in this case will not support a finding of unlawfulness under 
section 4 and our finding in 129 I. C, C. 385 is accordingly reversed. 

See, also, Terminal Refrigerating Co. vs. A. T. & S. F. Ry. 


Go,,. 118 1. ©. €.O0i. 

While the above cases relate to storage-in-transit, the same 
principle is, in our opinion, applicable to other forms of transit, 
including a stop-in-transit-for-partial-unloading privilege. 
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Doings of the Traffic Clubs 
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The Traffic Club of the Bronx Board of Trade is planning 
a family outing at Woodland Park, Ardsley, N. Y., September 9. 
It will be held in the afternoon, the trip to and from Ardsley 
being made in busses and private cars. The club’s headquarters 
in the Board of Trade will be the starting point. Recreational 
features will include a baseball game between teams repre 
senting Bronx shippers and carriers, and numerous other games 
and contests, according to the announcement by Max Seiferth, 
president. 





The Traffic Club of Pittsburgh will have its summer golf 
outing at the Pittsburgh Field Club July 20. Prizes will be 
awarded in the golf tournament for low gross and low net 
scores, second low gross and low net scores, and third low 
gross and net scores. Dinner will be served at the club in 
the evening. 





A golf tournament and dinner will be held by the Motor 
City Traffic Club of Detroit at the Indianwood Golf and Country 
Club, Lake Orion, Mich., July 15. 


An elaborate program of sports and other events has been 
announced for the annual summer outing of the Traffic Club 
of St. Louis at the Norwood Hills Country Club July 25. Golf 
will start at noon and other events include a horseshoe pitch- 
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PORT 


ALBANY 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside:— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 





Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 








Albany, N. Y. 





Shipments 


When a customer of yours in the Orient 
marks “rush” on his order, proceed as 
follows: Take down your phone, call your 
local agent of the American Mail Line, give 
him instructions as to destination. He will 
do the rest. The American Mail Line op- 
erates over the shortest distance between 
oriental gorte and the United States—VIA 

SEATTLE. 


An American Mail Line President Liner sails 
from Seattle every other Saturday; one arrives 
in Seattle every other Tuesday. Schedules 
regular as clockwork. Service augmented by fleet 
of fast cargo liners to ports of Japan, China and 
by Philippines. Depend on the American Mail 
ine. 
For information, apply desk No. 6 
21 West Street 
1714 Dime Bank Bldg 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Start BaSing ..ccccsccescvsos Seattle 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 





‘¢Business everywhe re 
is on the upturn” 


says a local manufacturer. Many concerns 
in many lines are beginning to feel the 
quickening pace of business. As your orders 
increase, will you insure prompt delivery by 
maintaining ample stocks of merchandise in 
well located public warehouses? This is the 
efficient, economical, profitable way. Manu- 
facturers and wholesalers in many lines find 
Crooks Terminal service first class in every 
way and broad enough to meet the most 
exacting requirements. Write, without obli- 
gation, for full information. 


* * * 


CROOKS TERMINAL 
WAREHOUSES 


CHICAGO KANSAS CITY 
417-437 W. Harrison St. 1100-1112 Union Ave. 
429-449 W. 14th Place 1201-1213 Union Ave. 
5801-5967 W. 65th St. 1411-1417 St. Louis Ave. 


LOS ANGELES 
Ninth and Alameda Streets 
operating as 
Overland Terminal Warehouse Co. 
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Davenport protected with KIMPAK and 
then placed in bag—ready for shipment. 
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How KIMPAK 
is applied to mo- 
hair furniture be- 
fore placing it in 
bag to prevent 
creasing or mark- 
ing. Davenport is 
made by McLeod 
& Smith, Minne- 
apolis. 


Saving money and damage 
to furniture in transit 


Bemis Bag Company utilizes 

KIMPAK effectively in novel 

method of packing upholstered 
furniture 


METHOD worked out of 

packing furniture in bags 
instead of crates has recently 
afforded manufacturers the 
opportunity of saving consid- 
erable money in freight costs. 
This method perfected by the 
Bemis Bag Company of St. 
Louis allows the loading of 
nearly twice as many suites in 
a car aS was accomplished by 
other methods. 


One problem in connection 
with this method was the 
marking or creasing of mohair 
upholstering. It was solved by 
the use of KIMPAK Crepe 


REG. 


Wadding as shown in the illus- 
tration. KIMPAK furnishes 
adequate protection to the 
mohair under all shipping 
conditions. Thorough tests of 
this clean, resilient crepe wad- 
ding proved this beyond doubt. 
This method also saves ware- 
house space. 


There are many ways in which 
KIMPAK can serve industry 
in protecting fine finishes and 
material during shipment. 
Tell us your problem and we’ll 
tell you if we can help you. 
There is no obligation. Just 
mail the coupon. 


impak 


FOREIGN COUNTRIES 


Crepe Wadding 


Kimberly-Clark Corp., Mfrs., Neenah, Wis. 


TW-7 


Address nearest sales office at 


8S. Michigan Ave., Chicago 


122 E. 42nd St., New York City 


510 W. 6th St., Los Angeles 


Our product is 
Please send samples and prices 


Company 
Attention of 


Address 
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ing contest, an indoor ball game between shippers and carrie, 
swimming, trap shooting, and tennis. There will be bridge 
the ladies in the afternoon, with dinner and dancing in 4 
evening. 


Swimming, a picnic dinner, and other entertainment are , 
the program for the annual summer picnic of the Traffic Qy 
of Denver at the Eldorado Springs, Colo., July 15. 


“Clyde-Mallory Lines Day” was observed by the Trafy 
Club of Atlanta at the Atlanta Athletic Club July 10. Johny 
Craig, senior vice president, Clyde-Mallory Lines, New Yori 
spoke on “The Position of the Coastwise Lines in the Trang 
portation System of the Country.” 


The annual outing of the Traffic Club of New York has beg 
set for July 25 at the New York Athletic Club, Travers Islanq 
There will be a baseball game between married and single me, 
golf, swimming, various track events, and other sports. Dinne 
will be served. 


Ore Bee Ber O++ Ber Soe er Gee Ger Ooo Ger Seo Oeo Ger Gor Gor Gor Goo Geo Gor Ger Gor Gor Goo Gor Ooo Gor Bor Goo Goo Gor GoGo Ooo eo Ger Gor Wor Ser Ge Gegngny 


Personal Notes 
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J. L. Mathis has been appointed commercial agent, Virginian 
Railway, at Cincinnati, succeeding L. C. Finkle, who died. 

Commissioners G. Gale Gilbert, Paul Samuell, and Phil W. 
Collins, holdover members of the Illinois Commerce Comnis. 
sion from the last administration, have submitted their resig. 
nations. 

W. F. Murray, formerly traffic manager at Tyler, Tex., St. 
Louis Southwestern, has been appointed general traffic manager 
at St. Louis, succeeding John R. Turney, who resigned to accept 
a position on the staff of the federal coordinator. H. Ff 
McCarthy, formerly assistant to vice president, has been ap. 
pointed assistant general traffic manager, with headquarters in 
St. Louis. C. H. Jennings, formerly general passenger agent at 
Texarkana, has been appointed general freight and passenger 
agent at Tyler, Tex. 

P. G. Johnson, president of United Air Lines, has been 
elected president of United Aircraft and Transport Corpora 
tion, holding company for the air line. Mr. Johnson succeeds 
F. B. Rentschler, who takes a newly created position, vice 
chairman of the board of the holding company. 

F. E. Siepert has been appointed traffic manager, The Con- 
solidated Coal Company, with headquarters in New York, suc: 
ceeding J. F. Graves, transferred. 

C. E. Hochstedler, traffic director of the Chicago Association 
of Commerce, has an indefinite leave of absence to join the 
staff of the federal coordinator. His duties will be taken over 
by Arthur H. Schwietert, assistant traffic director. 


CHINESE TARIFF ON GOODS IN BOND 


Goods stored in Chinese bonded warehouses prior to May 
22, 1933, upon withdrawal for entry into the country, will be 
subject to the new import duties which became effective on 
the above date, in place of the old tariff rates originally stipu 
lated to have been applicable to goods withdrawn from bond 
within three months, according to a report received in the 
Department of Commerce from Commercial Attache Julean Ar- 
nold, Shanghai. 


ITALIAN SUBSIDIES TO MERCHANT MARINE 


The Italian government has increased the subsidies to be 
paid to the Italian merchant marine for the fiscal year be 
ginning July 1, 1933, according to a report received in the Com- 
merce Department’s transportation division from Rome. 

The entire subsidy for the current fiscal year will be 
331,246,000 lire, an increase of 8,469,000 lire compared with the 
322,777,000 lire granted in the preceding fiscal year. Of the 
total subsidy, 260,035,000 lire is for shipowners. This is al 
increase of 8,600,000 lire compared with last year. 

The new subsidy does not include the sum of 1,585,000 lire 
paid to certain companies by the government for special serv- 
ices, such as the transportation of mails. The subsidy to Lloyd 
Triestino has been increased to 62,800,000 lire because of the 
improved service of this company to Bombay, the report stated. 
(Lire equals 5.26 cents at par.) 


BOARD OF MEDIATION 
President Roosevelt has appointed Frank P. Glass, news: 
paper publisher, of Montgomery, Ala., a member of the board 
of mediation, V. Y. Dallman, of Springfield, Illinois, having de- 
clined the place. 
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STARRETT 
LEHIGH 
BUILDING 
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LOCATION °¢ The building covers two entire = 
blocks, 26th to 27th Streets, | Ith to 13th Avenues. 

From the Lehigh Valley Railroad freight terminal 

on the street level, on up through 18 floors of light, 

airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY * Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on |5-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
, vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


BUILT TO MEET YOUR 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 

Starrett Lehigh Building 


26th to 27th Streets, 11th to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 60] West 26th Street 


All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 
ber shop in the build- 
ing. Fast passenger 
elevator service. 
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Docket of the Commission 
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NOTE—lItems in the Docket marked with an asterisk (*) hay, 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellation; 
and postponements announced too late to show the change in thi 
Docket will be noted elsewhere. 


July 17—Chicago, Ill.—Examiner Trezise: 
22799-Sub. 1—Swift & Co. vs. C. M. St. P. & P. R. R. et al. 
22799—Armour & Co. vs. C. B. & Q. R. R. et al. further hearing, 


July 17—New York, N. Y.—Examiner McGrath: 
25622—Paul Fortugno, trading as Hudson Manure Co. vs. Pa. R. R 
25671—Fruit Importers, Ltd., et al. vs. A. C. L. R. R. et al. 


July 17—Mobile, Ala.—Examiner McChord: 

1. & S. 3867—Absorption of switching charges at Mobile, Ala. 
pan A 17—Sioux City, Ia.—Examiner Smith: 
24199—Haley-Neeley Co. et al. vs. A. A. R. R. et al. 

25803—H. A. Baker Co. et al. vs. A. & W. P. R. R. 
July 17—Phoenix, Ariz.—Examiner Flynn: 

23145—Arizona Wool Growers’ Assn. et al. vs. A. T. & S. F. Ry, 

et al. 

24108—T. E. Pollock et al. vs. A. T. & S. F. Ry. et al. 

24357—Cross Mt. Sheep Co. et al. vs. A. T. & S. F. Ry. et al. 

24427—Ash Fork Live Stock Co. et al. vs. A. T. & S. F. Ry. et al. 
July 17—Kansas City, Mo.—Examiner Hagerty: 
1. & S. 3875 and two supplements—Combination rule on horses and 
mules. 
July 17—Washington, D. C.—Examiner Curtis: 

1. & S. No. 3890—Glass from Kingsport, Tenn., to eastern points, 
July 17—Grand Rapids, Mich.—Michigan Public Utilities Commission: 

Finance No. 9904—Application Pere Marquette Ry. for permission 

to abandon a portion of its Reeds Lake Branch between Hall 
St., Grand Rapids, and Reeds Lake, Mich. 


July 17—Argument at Washington, D. C.: 
* No. 9880—Chicago, Indianapolis, and Louisville Railway Bonds. 


July 17—Argument at Washington, D. C.: 

* Finance No. 9709—Ft. Benning Railroad acquisition. 
September 6—Ashland, Ky.—Examiner Griffin: 

* 26080—North east Kentucky Coal Bureau vs. C. & O. Ry. 


July 18—Chicago, Ill—Examiner Trezise: 
23279 (and Sub. 1 and 2)—Jos. Denunzio Fruit Co. et al. vs. A. T. 
& S. F. Ry. et al. 
July 18—New York, N. Y.—Examiner McGrath: 
25744—F.. E. D. Corporation vs. Pa. R. R. et al. 
25873—Davey Co. vs. Pa. R. R. et al. 
July 18—Washington, D. C.—Director Sweet: : 
Finance No. 10008—In the matter of St. L.-S. F. Ry. reorganization. 


July 18—Kansas City, Co.—Examiner Hagerty: 
16723—United Iron Works, Inc., vs. A. T. & S. F. 
17594—United Iron Works, Inc., vs. A. G. S. R. R. a 
18970—Perfection Metal Products Co. et al. vs. A. & V. Ry. et al. 

(and cases grouped therewith). 


July 18—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No. 15125, filed by E. B. Boyd. 


July 18—Kansas City, Mo.—Examiner Molster: 

Finance No. 9854—Application of J. M. Kurn and John G. Lons- 
dale, receivers of the St. L.-S. F. Ry. for certificate of public 
convenience and necessity permitting abandonment of operation 
of Stanley Branch in Johnson County, Kan. 


July 18—Phoenix, Ariz.—Examiner Flynn: 
American Fruit Growers, Inc., et al. vs. A. & R. R. R. et al. 


July 19—Chicago, Ill_—Examiner Trezise: 
25655—Joseph B. Marcus, doing business as Joseph B. Marcus & 
Co., vs. C. M. St. P. and P. R. R. et al. 
25707—Armour Fertilizer Works vs. Pa. R. R. et al. 


July 19—New York, N. Y.—Examiner McGrath: 
1. & S. 3872—Phosphate Rock to East Tampa, Fla. 

July 19—Sioux Falls, S. D.—Examiner Smith: 
25577—Wenk Bros. vs. C. M. St. P. & P. R. R. 
25601—Worthington Creamery & Produce Co., 

R. R. et al. 

July 19—Kansas City, Mo.—Examiner Hagerty: 

17823—-Kansas City Structural Steel Co. et al. vs. A. & V. Ry. et al. 


July 20—Chicago, Ill—Examiner Trezise: 
25782—J. G. Staton vs. A. C. L. R. R. et al. 


July 20—Kansas City, Mo.—Examiner Hagerty: 
20194—-Fredonia Linseed Oil Works Co. vs. A. T. & S. F. Ry. et al. 


July 20—Sioux Falls, S. D.—Examiner Smith: 
19979—-S. D. State Highway Commission vs. M. St. P. & S. S. M. 


Ry. 
== D. State Highway Commission vs. M. St. P. & S, S. M. 
y. 
July 20—Garnett, Kans.—Examiner Molster: 
Finance No. 9881—Application Mo. Pac. R. R. for certificate of 
public convenience and necessity permitting abandonment of Jine 
between Ft. Scott and Lomax, Kans. 
July 20—Albany, Ore.—Public Utilities Commission of Oregon. 
Finance No. 9927—Application Oregon Electric Ry. for a certificate 
of public convenience and necessity permitting abandonment of 
ne Magy 8 of railroad extending from Gray Station to East Cor- 
vallis, Ore. 


July 21—Chicago, lll.—Examiner Trezise: 
25833—-American Field Seed Co. vs. C. & N. W. Ry. et al. 


July 21—Kansas City, Mo.—Examiner Hagerty: 
25523—-Shell Petroleum Corp. vs. C. B. & Q. R. R. et al. 
21115—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
21784—-White Eagle Oil & Refining Co. vs. A. T. & S. F. Ry. et al. 
23550—Skelly Oil Co. vs. A. T. & S. F. Ry. et al. 
23570—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. 


et al. 


Inc., vs. B. & O. 
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Southern Steamship Company 


(Pioneer Steamship Line to Houston) 
OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 







Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 













Weekly Fast Express Service for 
Passengers and Freight 
TO AND FROM 


HAITI - JAMAICA 
COLOMBIA - PANAMA 


Sail or ship on the new 10,000 ton ships 
**Colombia”’ or ‘‘Haiti,’’ or the popular 
**Pastores.”? Weekly sailings. Refrig- 
erated cargo space for perishable goods. 





Ail-Expense Cruises 
11 to 18 DAYS $95 up 


Direct Freight Service between NEW YORK and CHICAGO, 
MILWAUKEE, DETROIT via the St. Lawrence River. 


Through Rates from Colombia and Haiti to Chicago. Trans-shipment through other lines. 


COLOMBIAN LINE 


17 Battery Place New York, N. Y. 
New York Terminal—Pier 8, New York Docks, Brooklyn, N. Y. Chicago Terminal—North Piers 






General Merchandise — Cold Storage 
Warehouse 
WAREHOUSING — DISTRIBUTION — FINANCING 


Freezers 
Coolers 
Auto Dealers 
Warehousing 


Cargo- Handling 


Rail-Lake and Barge 
Terminal 


96 Car Track 
Capacity Service 

2000 Feet Private Office and Factory 
Dock Space 


Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO, N. Y. 


my HORDER'S ie 


TRAFFIC FORMS 


DOMESTIC and EXPORT FORMS continuously checked and 


revised against latest practices, rules and regulations. 


I. C. C. FORMS RULED FORMS 
Rule 5 Statement Car Records Claim Records 
Special Docket Shipment and Tonnage Records 
VISIBLE CLAIM RECORD 
TARIFF FILES BILLS OF LADING 


Sample Folder of Traffic Form Line sent upon request on your letterhead. 


HORDER’S Inc. 


231 S. Jefferson Street Chicago, Illinois 
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CALMAR LINE 


INTERCOASTAL SERVICE 


ARRIVES 




























STEAMER rm? gw Seattle 










Angeles |Francisco Oakland | Portland —. 
ALAMAR ee a aaa ee Sere July 16jJuly 19 
VERMAR 10 | Sailed | Sailed |July 20j/July 24jJuly 26/July 30jAug. 2 
FLOMAR 12 | Sailed | Sailed |Aug- 3j/Aug. 7jAug. 9jAug. 13/Aug. 16 
LOSMAR 11 JJuly 15j/July 19]Aug. 10]/Aug. 14/Aug. 16/Aug. 20/Aug. 23 
MASSMAR | 12 |July 22/July 26)Aug. 17|Aug. 21]/Aug. 23/Aug. 27jAug. 30 
PORTMAR | 12 /Aug. 5jAug. 9]Aug. 31|Sept. 4/Sept. 6/Sept. 10]/Sept. 13 
PENNMAR | 11 /Aug. 12j/Aug. 16]Sept. 7j|Sept. 11|/Sept. 13|/Sept. 17|/Sept. 20 
TEXMAR 17 |Aug. 19]/Aug. 23] Sept. 14|Sept. 18]Sept. 20|Sept. 24/Sept. 27 





Subject to change and/or cancellation without notice as regards 
Steamers, arrival and departure dates, and to Company’s right 
to omit scheduled ports and/or add other ports. 


Calmar Steamship Corporation 


For information regarding rates, etc., apply to nearest office: 


MOORE & McCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 

Baltimore, Md., 15 8. Gay St. Les Angeles, Cal., 410 Chamber ef Com- 

Chieago, I1l., 140 S. Dearborn St. meree Bidg. 

Detroit, Mich., 544 Book Bullding, Wash- Oakiand, Cal., ist and Market Sts. 
ington Bivd. and Grand River Portiand, Ore., 917 Board of Trade Bidg. 

New York, N. Y., 5 Broadway San Francisco, Cal., 215 Market Street, 

Philadelphia, Pa., Bourse Bidg. Matson Bidg. 

Pittsburgh, Pa., Oliver Bidg. Seattle, Wash., 1519 Railroad Ave., South 


Regular Piers 
Pacific Coast 
Los Angeles Harbor...Berth 145, Wilmington 


Atlantic Coast 


Baltimore—Pler 7, Port Covington, 


Oakland .cccccccccces Howard Terminal 
Western Md. Ry. Portland, Ore......... No. | Oceanle Terminal 
San Franeiseo........ Pler No. 48-B 
Philadelphia—Pler 27-N, Reading Co. Seattle ....ccccccccce Atlantie Dock Terminal 





MAIL FOR THE ORIENT 
GOES VIA SEATTLE 


So should your freight be shipped VIA SEATTLE to 
arrive in the Orient in the shortest possible time! Seattle 
is the nearest United States Port to major cities of the 
Oriental markets. Because of proximity to these vast 
westward markets, her port facilities have enjoyed 
phenomenal growth. They are today recognized as among 
the most modern of any city in the world and from them 
is shipped great quantities of merchandise to the principal 
ports of Great Britain, continental Europe, Africa, 
Australia, South America, Hawaii, Japan, China, the 
Philippines and Siberia. 


Write Bell Street Terminal, Seattle, U. S. A., for the 
latest edition of the Port of Seattle Year Book. It illus- 
trates the conveniences . . . and advantages .. . of 
shipping via SEATTLE. 


“Port; Seattle 
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July 21—Atlanta, Ga.—Examiner McChord: 
23822—-American Trading Corporation vs. S. A. L. Ry. 
July 22—Garnett, Kans.—Examiner Molster: : 
Finance 9882—Application Mo. Pac. R. R. for certificate of public 
convenience and necessity permitting abandonment of line be- 
tween Mound City and LeRoy, Kans. 
July 22—Bismarck, N. D.—Examiner Smith: 
* 25985—Surcharges on intrastate traffic within state of N. D. 


July 24—Chicago, Ill._—Examiner Trezise: 
25926—Hart Schaffner & Marx Co. vs. B. & M. R. R. et al. 
a City, Mo.—Examiner Hagerty: 
11—Pan American Feed Co. (Halbert H. McCluer, trustee in 
bankruptcy) vs. C. B. & Q. R. R. et al. 
July 24—Augusta, Ga.—Examiner McChord: 
25825—Cotton Exchange of Augusta vs. A. C. L, R. R. et al. 
July 24—Los Angeles, Calif.—Examiner Flynn: 
6—Hauser Packing Co. et al. vs. A. T. & S. F. Ry. et al. 
July 24—Washington, D. C.—Examiner Crowley: 
ee Shippers’ Assn., Inc., vs. Baltimore and Eastern 
et al. 
ye” ae go D. C.—Examiner Curtis: 
* 70—D. L. Jennings vs. Pa. R. R. (further hearing). 


July 25—Chicago, Ill—Examiner Trezise: 
25721—Brunswick-Balke-Collender Co. vs. B. & QO. R. R. et al. 
25846—Federal-American Cement Tile Co. vs. I. H. B. R. R. et al. 
25724—Liquid Carbonic Corp. vs. A. T. & S. F. Ry. et al. 

July 25—Helena, Mont.—Examiner Smith: 

1. & Ss. 3888—Packing house products—Denver, Colo., to Montana. 

July 25—Los Angeles, Calif.—Examiner Flynn: 
25564—Cudahy Packing Co. vs. A. T. & S. F. Ry. et al. 
25598—Cudahy Farm Cperating Co. vs. O. S. L. R. R. et al. 

July 25—Augusta, Ga.—Examiner McChord: 

Etheredge Guano Co. vs, A. C. L. R. R. et al. 

July 25—Kansas City, Mo.—Examiner Hagerty: 
ee Bros.’ Broom Corn-Grain and Supply Co. vs. M. P. R. R. 

et al. 


July 25—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 14966—Petroleum and its products 
to Ohio River Crossings. Filed by B. T. Jones, agent. 


July 25—Jefferson City, Mo.—Missouri Public Service Commission: 
* Finance No. 9966—Application receivers St. L.-S. F. Ry. for per- 
mission to abandon operation of Sligo Branch of said company. 
* Finance No. 9967—Application receivers St. L.-S. F. Ry. for per- 
mission to abandon operation of Winkler Branch extending from 
Bangert to DeCamp, Mo. 


In CHICAGO 


Ie) i na) ae 


WAREHOUSES 


Close to ‘Loop.’ Office and warehouse spece for 
lease. Merchandise storage. Pool cars distributed. 
Funnel, water, rail and truck facilities at door. 


519 W. ROOSEVELT ROAD CHICAGO 


TRAFFIC MANAGERS 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
Specialists 


713 Mills Bldg. 
HENRY J. SAUNDERS 


WASHINGTON, D. C. 
CONSULTING ENGINEER 


Cost and Statistical Analyses—Matters Relating 
to Rates—Consolidations and Valuatiens 


643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 


Valuation 
Experts 


PFPleseevessssscescesecvacsesscececsscsesesceesscesessess 
FESSRERSSERSSSRSSSSSESSSSESESSSEESE See eeeeeeaeeeeeEES 


THRU RATES 
AND 
DIRECT 


WATER 
ROUTE 
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July 25—Independence, Kans.—Examiner Molster: 

Finance No. 9742—Application Mo. Pac. R. R. for a certificate of 
public convenience and necessity permitting abandonment of 
line extending from Fredonia to Peru Jct., Kans. 

July 26—Chicago, Ill.—Examiner Trezise: 
25927—-Shellmar Products Co. vs. Alton R. R. et al. 

July 26—Kansas City, Mo.—Examiner Hagerty: 
25840—Baker-Lockwood Mfg. Co. et al. vs. A. G. S. R. R. et al, 
25840, Sub. 1—John S. 

R. R. et al. 

July 26—Los Angeles, Calif.—Examiner Flynn: 
25424—M. N. Eldridge & Son vs. L. A. & S. L. R. R. et al. 
25619—Los Angeles Cotton Oil Co, et al vs. S. P. Co. et al. 

July 26—Helena, Mont.—Examiner Smith: 

2539 Jule F. Acker et al. vs. Alton R. R. et al. 


July 26—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15137—Glass from, to and between 
points in southwest. Filed by F. A. Leland and E. B. Boyg, 
agents. 


July 26—Oklahoma City, Okla.—Examiner Molster: 

Finance No. 9776—Application of A. T. & S. F. Ry. et al. fora 
certificate of public convenience and necessity permitting aban. 
donment of lines of railroad extending from Lehigh to Ada Jct, 
and from Byars Jct. to Purcell, Okla. 


July 27—Los Angeles, Calif.—Examiner Flynn: 
25905 (and Sub. 1)—L. H. Willard et al. vs. A. T. & S. F. Ry. et al, 


July 27—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15157, as amended, filed by F. A 
Leland. 


Brittain Dry Goods Co. et al. vs. A. Gg 


N. A. R. U. C. CONVENTION 

A number of special subjects have been selected for dis. 
cussion at the annual convention of the National Association of 
Railroad and Utilities Commissioners to be held in Cincinnati, 0, 
October 10-13, at the Hotel Gibson. They include the following: 
To what extent, if any, is federal regulation of motor carriers 
necessary in the public interest? Establishment of public 
utility rates by negotiation. What amendments, if any, in the 
interest of state regulation, should be made in the classification 
of accounts for telephone companies promulgated by the Inter. 
state Commerce Commission November 12, 1932? Holding and 
affiliated companies and the problems they present. To what 
extent, if any, should reduction in operating costs of railroads 
be attempted through reductions of station facilities and of 
passenger trains operated? 


ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commissien 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 


Attorney-at-Law and Certified Public Accountant 
(Illinois) 


Pace CLAIM in s 
INTERSTATE COMMERCE CLAIMS and FEDERAL TAXES: 


1721 Morton Building 208 W. Washington St. 5 
CHICAGO, ILL. Hi 


+ 
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Practicing 
before the 
INTERSTATE 
COMMERCE 


COMMISSION 


QPurman a 
—Stamford, South Norwalk, Bridgeport 
; From New London and Norwich, Conn. 
'o—C. F. A., W. T. L., Inter-Mountain, 
r Carolinas, South and Southwest 
Viag—CLYDE, OLD DOMINION, SAVANNAH, 
MALLORY and MORGAN S. S. LINES 


THAMES RIVER LINE, INC. 


Pier 31 E. R. NEW YORK CITY 
ERNEST E. FUCHS, Vice-Pres. 


NELSOM 


EGAN 
ENTRAL VN AGE 





